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The Joy Valve Gear and the Hackworth Patent. 








No. 43 DUANE STREET, New York. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I recently read in your paper copy of a communication 
from John W. Hackworth, of England, in which he alleges 
that Mr. David Joy’s Valve Gear is an infringement of some 
patents which he took out in this country eight or ten years 
ago. Having been much impressed with the Joy Valve 
Gear and intent on using it, Ihave taken the trouble to 
compare the two motions, with the view of satisfying my- 
self as to whether there is any foundation for the claim 
made by Hackworth or not; and believing there are a good 
many others interested who may not have the time or op- 
portunity to look into the matter for themselves, I address 
a letter on the subject. 

I am an old mechanical engineer and inventor, aad have 
kept track of a good many patentsin my time. If my re- 
collection serves me right, Hackworth first brought out his 
patent gear over twenty years ago in England. It was tried 
there and failed badly. He took bis motion from an eccen 
tric then, and so he does now, which in the first place is a 
fundamental difference to Joy’s gear; for Joy has no eccen- 
tric at all, as be gets his wotion from the connecting rod. 
The end of Hackworth’s ecceutric-rod ur lever worked back 
and forth in a straight groove, very different to anything 
in Joy’s arrangement. The consequence of this device o1 
Hackwortb’s was that the centre lines are divided, part ot 
the gear being inside and part of it outside, and it has goi 
to be twisted to fit in; whereas every part of Joy’s gear i: 
brought into the vertical plane of the piston-rod and crank. 

The course of time, the Hackworth patent to which I have 
referred expired, since which time the same eccentric ar- 
rangement has been embodied iu patents by other inventurs, 
but not by Joy. 

On referring to Hackworth’s United States pa‘ents, to 
which he refers in his circular, I see it consists of the same 
20-year-old things with trifling alterations or recommenda- 
tions as to the best poiat on the eccentric rod for fixing his 
valve-rod. 

What there is in those patents to entitle Hackworth to 
complain of Joy Icannot see. They are totally different 
to Joy’s gear. And thisseems to have been the opinion of 
the United States Patent Office, for on looking over Joy’s 
United States patent I see at folio 45 that the examiners in- 
serted a disclaimer by Joy to the effect that he was aware 
certain letters patent (Hackworth gear) ‘‘ show an engine in 
which a valve-rod is pivoted to and operated by a lever 
which is guided by an eccentric on the main shaft, the end 
bearing of such lever sliding in a grooved or slotted pivoted 
block, I make no claim, therefore, to the construction 
shown in such patent.” Which is a proof that the examin- 
ers had this Hackworth construction right before ther when 
they were considering Joy’s application, andit is very cer- 
tain that if they had conceived it to be in any way an in- 
fringement of Hackworth’s they would then, according to 
practice and custom. have refused to give Joy a patent and 
not have granted him one, and their grantiug him one 
speaks volumes in his favor. 

Now I think this evidence a good deal more reliable as to 
the novelty of Joy’s patent than what a disappointed rival 
may choose tosay. In my judgment Hackworth has no 
case at all, and I consider his circular to be an unjustifiable 
outrage on Joy, and I hope there is some way of punishing 
acts of this description, especially when addressed from a 
safe place abroad. Cyrus B. Morse, 

Mechanical Engineer. 








An Experiment in Burning Coke. 


PHILADELPHIA, Dec. 8, 1882. 
To THE EpIToR OF THE RAILROAD GAZETTE : 

Coke has never been much uzed on American railroads, 
and now locomotives are so constructed that raw coal can 
be burned with facility and economy the occasion will prob- 
ably never arise; nevertheless, the occasion has arisen from 
the incomplete burning of coal, or in other words the loss 
by the smoke-stack of inconvenient quantities of smoke. 
The agitation about smoke from chimneys quickly extended 
from London to Chicago, whose atmosphere frequently re- 
minds one of the English metropolis by its frequent but 
momentary smoke-fogs, 

The attention of railroad men has been called to coke as a 
clean burning material by the agitation about smoke, es- 
pecially in Chicago and Philadelphia. General experience 
with coke in the ordinary fire-box of passenger locomotives 
may be summed up as follows: 

There is no difficulty in lighting nor in making steam for 
short runs; but if the run is an extended one it is found difii- 
cult to keep sufficient fire for even very moderate steam, 
and the train comes in late,time having been lost almost 
entirely on the last few miles by the impaction of the ashes 
over the grate-bars. On opening the door of the fire-box 
the fire seems bright and lively, but will be found to be very 
thin, a bed of dead coke-ash lying under it. This difficulty 
probably arises from that quahty in coke which makes it 
useful in blast furnaces, namely, its resistance to pressure 
even at considerable temperatures which prevents its break- 


ing form until the base of the blast is reached. The Con- 
nelisville coke region has developed almost entirely since 
the war, its four hundred ovens of a few years since having 
increased to nearly 10,000—at last reports there were 8,000, 
with many new ovens under contract—this large industry 
growing mainly out of this fitness of coke for blast fuel. 
The steel gray coke of this manufacture differs considerably 
from the black and softer coke of gas manufacture; and in 
the grey cokes there are differences by the coal and treat- 
ment as to the amount of ash, bardness and tendency to 
cake. Unfortunately there is little knowledge obtainable as 
to this last and most important quality as regards use in 
locomotives. 

One of the large proprietors of the Connellsville region has 
been anxious to have an experiment in the use of coke for 
!ocomotives made under otber conditions than afforded by 
the ordinary fire-box; and the experiment was therefore 
made in one of the large-furnace locomotives in use on the 
Reading road. The experiment (Dec. 7) had the double pur- 
pose of testing coke-burning and of making a comparative 
test as to the relative values of a bituminous coa] and coke 
from the same. 

Engine No. 362 has 22 x 24 in. cylinders, 9 ft. 6in. x 8 
ft. area of fire-box, 1,092 square ft. total heating surface, 
weight of engine 105,000 lus. The train consisted of 181 
loaded coal cars and two cabin cars, weighing in all 2,463,- 
00 Ibs. 

The train started from Palo Alto at 74 a. m., but wedid 
not board the train until it reached Reading. The day, 
which had bezun as mild and slightly cloudy, had by this 
time (12.30 p.m.) become very cold. The thermometer 
ieraged 25 or 26 degrees and at one time fell three degrees 
lower; the water evaporation consequent on the effects of 
chis temperature could not have been less than 10 per cent. 
in excess of that which would have been required on the 
same run insummer,. The day was also unpleasantly gusty, 
ind except as to condition of track surface, not one which 
would usually be chosen for anexp2riment of this kind. 
Owing to the fireman’s almost total inexperience with coke 
there had been trouble in making steam at the start, but 
this difficulty had been entirely overcome long before reach-’ 
ing Reading. When we left Reading the steam gauge 
showed 129 Ibs., which gradually rose to 125. The fire was 
origbht, but not so hot asin the next hour. Wewere obliged 
7o make an inconvenieut stop on sizaal at the mouth of 
Black Rock tunnel; and in starting up were in great danger 
of breaking the train in two on the heavy grade and curve 
there but had no difficulty, nor was there any evidence 
luring the passage of the tuanel that any particles of fire or 
cinders were being thrown by the draught. 

Between the tunnel and Pottstown’ steam rose to nearly 
130 and was several times blown off. Oae of our party 
went forward to observe the fire from the front, and re. 
ported much less appearance of combustion in the flues than 
when burning bituminous coal; the fire, however, was very 
powerful at the back. 

In burning coke it is quite a necessity to humor the boiler 
in working the injector; but during the experiment the 
fireman was having a very easy time, as we could observe 
from the forward caboose. The engine had loaded with 
9,800 ibs. of coke, but as we approached Bridgeport the sup- 
ply of coke began to fail, and for some time was very spar- 
ingly used, so thatthe steam pressure fell considerably. It 
was therefore thought best at Bridgeport (to take on some 
anthracite. The fire, so faras could be observed from be- 
neath th2 grate, was entirely dead for a considerable thick- 
ness above the grate surface ; and it was doubtful what 
would be the effect of fresh coke. A full supply of coke was 
however thrown on as we left Bridgeport ; and tothe sur- 
prise of every one the gauge rose steadily from less than 120 
to above 128. Soon, however, the supply of coke was en- 
tirely exhausted, and the engine was allowed to run on 
without further fuel until the gauge had fallen to 104. The 
fire was then brigat above, and when raked showed 
only a very thin layer of dead ash over the bars. The 
anthracite ‘‘ buckwheat "—that is a cleaned waste coal of 
perhaps two sizes lower than chestnut—was thrown on in 
quantity. For some time it appeared probable that the fire 
had been allowed to fall too low, the gauge feil to 88, but 
rose very gradually to 120 and finally to blown-off pressure. 

Our party left the train at West Falls satisfied that this 
fire-box bas peculiar advantages over other or at least ordi- 
nary forms adapting it to difficult fuels. The experiment 
impressed one as successful. What the effect of the stronger 
draught of greater speed would have been was not fully ap- 
parent. 


EN oa ikcechawacncs exe ones 4008000 83 miles. 
INR nc. sucen. <tme 050000-0.000000ie 2,759,000 Ibs. 

No. of cars (rated as four-wheel)...... ...... 31. 

DO Gis os odin 50s diccesescce cecdace 1,639 ft. 

DRT TD aia inode dcn nan scneess” -cccsereseess 6 hours 32 minutes. 
Coke used, including tiring up... ........-... 9,800 Ibs. 


Water used 
Water evaporated per Ib. of fuel use 
Temperature of water... ..........0-000 + os 
Temperature of atmosphere............ -.+.: 


8,365 gallons 
ooserege 7.09 Ibs. 
23¢ 

We hope a report of the experiment soon to be made on 
the value of the bituminous coal furnishing the coke may be 
given to the readers of the Railroad Gazette. Cc. L. C. 








The Dock Connection Line of the Richmond & 
Alleghany Railroad Company, Richmond, Va. 





The Richmond & Alleghany Railroad extends from Rich- 
mond, Va., westwardly to Clifton Forge, following the line 
of the former James River & Kanawha Canal, and witha 
branch to Lexington, Va., operates at present 250 miles of 
road. The promoters of this line believe that it is destined 
to become one of the main thoroughfares for western traffic 
to tidewater, as soon as its plans for western connections 








and extensions to Pittsburgh, Toledo, Chicago and other 
important cities are realized. The Richmond docks, with 
extensive wharf and storage space, owned by the railroad 
company, in connection with the government improvements 
on James River, admit of sea-going vessels being brought 
into the heart of the city. To make tidewater connection’ 
therefore, the railroad company had only to extend its track 
from the upper part of the town to its dock property, which 
extension, however, owing to the sudden and rapid fall of 
the river at this point, and to the difficult location through 
the city, offers so much of intcrest to the engineering pro- 
fession that we are glad to be able to present to our readers 
the following notes, explanatory of the illustrtions in this 
number: Plate I. represents an elevation of the structure, 
showing it in sections of its length, and Plate II. the details 
of its construction. 


The entire distance from the commencement of the con- 
nection line at Seventh Street to the ship lock is 114 miles, 
the distance to the end of the trestle properis nearly one 
mile. The total fall from the upper basin to the dock level 
is 68 ft.; from the upper basin to mean water level in James 
River, 83 ft. Tbis heavy fall in sucha short distance re- 
quired a gradeof 105 ft. to the mile,.or two feet fall in every 
100 ft. horizontal, which grade is continued without break 
from Eleventh street to Twentieth street, or a distance of 
3,700 ft. The highest point of the track is 60 ft. above the 
foundations. Between Thirteenth street and Virginia street 
the curve ison a 4 degree curve. The depot lot of the Rich- 
mond & Danville Railroad Company is crossed overhead by 
twoiron bridge spans, each 137 ft. long, resting on three 
granite piers. 

A special tank engine with very efficient brakes was built 
for the service on this connection line, constructed to run 
equally well backwards and forwards, the total weight of 
which is 45 tons in full working order. Weight on 
drivers, 40 tons; rigid wheel-base, 14 ft. 6 in. 

Owing to the high prices for iron-work at the time this 
work was done, the comparative estimates made for an all- 
iron trestle, for aniron bent trestle with trussed wooden 
girder superstructure and for an all-wood trestle, resulted 
in favor of the latter, even taking maintenance and insur- 
ance into consideration. 

As will be seen from the illustrations, the principles gov- 
erning the design are the provisions for counteracting the 
downward thrust of the train on the heavy grade, and the 
necessity for tying and bracing the trestle in every direc- 
tion, owing to the large number of crippled bents and the 
great difference in the elasticity and manner of foundations. 
The trestle isa one, two or three-tier trestle, with 15 ft. 
openings, height of each regular tie about 21 ft. The size 
of the main bent lumber is 12 in. x 12 in.; X bracing on 
bents 3 in. x 12 in., fastened with % in. bolts; longitudinal 
bracing in half height of each tier, 4 in. x6 in., fastened 
with in. bolts from batter post to batter post of successive 
bents ; inclined bracing to resist downward thrust of train 
two 8x 12 in. pieces, notched and shouldered from cap of 
one bent to sill of next one. Between the tires four 
12x12 iv. sticks are used as longitudinal stiffeners, drifted 
and double-locked to sills and plate of tiers. The founda- 
tions are alternately blocking, masonry, piles and cribs. 
Under each rail two 714 = 15 in. stringers are used, with % 
in. packing holts; 8x8 in. x10 ft. cross-ties, spaced 16 ip. 
centres; 8x 8 in. guard rails notched 1 in. on ties and bolted 
every other tie with % in. bolts. The bulk of the pine lum- 
ber was brougbt from Georgia, Florida and North Carolina; 
the balance, pine and oak, from the valley of James River. 
The trestle contains 1,300,000 ft. of lumber. 


Attention is called to the special construction at street 
crossings, to the 30 ft. spur-braced openings between Seven. 
teenth and Eighteenth streets, to allow carts to back up to 
vessels lying in dock along side of trestle, to the construction 
in Tenth street level to accommodate canal traflic during 
construction as long as possible, and to the novel manner of 
getting over the heavy grade in the bridge construction. 
Each span is level, the upper one being placed about 3 ft. 
above the lower, while the grade in each span is preserved 
by altering the attachment of floor beams to web posts. 
The horizontal strut inserted in each truss from one end to 
the other, just above the track, is intended to stiffen the 
web-posts and transmit the downward thrust of the train to 
the piers. 

The location of the line in the midst of streets, houses, 
canal and locks, and many other requirements, being con- 
fined by foreign property on all sides, and the necessity of 
keeping up canal navigation during the greater part of the 
time given to construction, caused this work to require the 
greatest attention in design and construction. Field work 
was commenced Oct. 14, 1881, and the line finished and 
tested by the passuge of heavy engines and trains, with very 
satisfactory results, May 14, 18S2. 

The line has been constructed under the general super- 
vision of Mr. Decatur Axtell, Vice-President Richmond & 
Alleghany Raijroad Company. Toe location, estimates and 
design were made and the work constructed under the direct 
supervision of Walter G. Berg, Engineer in charge, wit» H. 
Rassloff as Principal Assistant Engineer. Philip Eder, of 
Bound Brook, N. J., was contractor for the masonry piers 
of the bridge, the iron superstructure being built and erected 
by the Clarke Bridge Company, of Baltimore, Md. G. R. 
Williams, of the firm of Jesse Adams & Co., of Amherst 
County, Va., was contractor for the erection of the main 
trestle work. All materials for trestle were supplied by the 
railroad company, and the balance of the work, as grading, 
track, foundations, etc., done by company’s forces. 

We are indebted to Walter G. Berg, C.E., for the draw- 
ings from which the engravings were made, and for the par- 
ticulars contained in this description. 
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Joint Executive Committee—Passenger Department. 


At a meeting held Dec. 5 and the four following da 
were present representatives of the lines from New 
Chicago and St. Louis, as follows: 

Balt. & Obio, C. K. Lord; Boston & Albany, E. Gallup; 
Canada Southern, W. H. Hurlburt; Clev., Col., Cin. & 
Ind., Indianapolis & St. Louis, A. J. Smith; Ind., Bloom. & 
Western H. M. Bronson; Lake Erie & Western, G. W. 
Smith; Lake Shore & Michigan Southern, W. P. Johnson; 
Michigan Central, O. W. “i New York Central & 
Hudson River, H. J. Hayden J. Richards; New York, 
Like Erie & Western, Jno. N. Abbott, New York, Penn- 
sylvania & Ohio, A. E, Clark: Ohio & aie WwW. B. 
Srattuck; Pennsylvania, J. R. Wood; Pennsylvania Co., 
P.ttsburgh, Cincinnati & St. Louis, Vandalia Line, E. 
Ford; Wabash, St. Louis & Pacific, H. C. Townsend. 

The Chairman said that the meeting was called in accord 
ance with the resoultion adopted at the last meeting of the 
Committee, under which the first business to be taken up was 
the consideration of differential fares to intermediate points 
over the Indisna, Bloomington & Western, and Lake Erie & 
West ra roads. 

As the representatives of the roads named were not pres- 
ent, it was considered advisable to postpone action thereon 
until their arrival. 


I.—CORRECTION OF DIFFERENTIAL FARES RFTWEEN ST. LOUIS 
AND PHILADELPHIA, OVER THE C. & O. R. R. 


The differential fares awarded at the meeting of Novem 
ber 21 to the Chesapeake & Ohio Riilroad, between St. 
Louis and Philadelphia, were found to be bigher than the 
same faresto New York, and were reduced, Ist Ciass, to 
$20.50; 2d Class, $18 25; Theatrical, $13.75. 


Il.—ADJUSTMENT OF DIFFERENTIAL FARES AND DIVISION 
OF TRAFFIC BETWEEN DIFFERENTIAL FARE POINTS. 

The question was discussed at length, whether the differ- 
ential fares could be readjusted, with a view to securing to 
each company its share oi business upon the basis of 1881 
(with such mo.\ifications as will be considered equitable), 0: 
whether the diff-rential fares should remain as at present, 
— monthly money settlements of balances shvuld be 
made. 

It was considered that in either case it would be necessary 
to agree upon the percentavre of the passenger traffic that 
sbould be carried by each of the routes between differentia] 
fare po nts. 

The division of the passenger traffic from and to differen- 
tial fare points, was then taken up, and the Commissioner 
recommended certain divisions, subject to further argument, 
in case the recommendation was not satistactory to any of 
the parties. 


Ill —REQUEST OF I. B. & W. AND LAKE ERIE & WESTERN 
RAILROADS FOR DIFFERENTIAL FARES, OR THE RE-ESTAB- 
LISHMENT OF COMMISSIONS FROM DIFFERENTIAL FARE 
POINTS TO INTERMEDIATE POINTS. 


The question which was discussed at the last meeting, 
how the interests of the Indiana, Bloomington & Western 
and the Lake Erie & Western Ruilroids could be protected 
prior to the establishment of differential fares from differ- 
— fare poiats to intermediate points, was discussed at 

ength. 

It was considered that the pyyment of commissions to in- 
termediate points was not admissable, without endangering 
the estavlishment of the differeutial fares between differen- 
tial fair points 

It was decided that differential fares should be temporar- 
ily established via the Indiana, Bloomington & Western 
and Lake Erie & Western to b2 in effect for 60 days, 
in order to enable these roads to secure a share of the inter- 
mediate business, until a more thorough establishment of 
differential fares to intermediate points can be accom- 
plished, and the following differential fures were recom- 
mended by the Commissioner and adopted by the meeting, 


V1Z. : 
Between St. Louis and New York : 


there 
ork to 





1st class. 2d class. Theatrical. 
Wabash, I. B. & W. and B. & O....$20.75 $18.50 $18.40 
“ oy “ “ N. Y. P & 
18.50 18.00 
18.50 18.00 
18.50 18.00 
From St. Louis to Buffalo : 
1stclass. 2dclass. Theatrical. 
Wabssh, I. B. & W. and San- 
EE Fe iietihin haere, sate $16.25 $15.75 $13 80 
C.& A, L. E. &W., and L. S. & 
BD  xciastecana i eRsSadwcgne ‘boc 16.25 15.75 13.80 
From St. Louis to Cleveland : 
lst class. 2dclass. Theatrical. 
Wabash, I. B. & W. & Sandusky. ..$13.50 $12.75 $11.55 
C.&A., L. E.& W., and L. 8. & 
5 Mire baa USRRRC URBAN S. Uodeceee wane 13.50 12.75 11.55 


The differential fares above quoted will take effect from 
date of this meeting. 

Th» fares quoted from St. Louis to Buffalo and Cleveland 
are operative for east bound business only. 

The Lake Erie & Western Railroad made application for 
difi-rential fares from St. Louis to local points on the lines 
east of Buffalo, which were not allowed, inasmuch as it 
was not considered advisable to extend sucn fares to inte- 
rior points east of the western termini of the Trunk Lines. 


IV.—DIFFERENTIAL FARES OVER THE NEW YORK, CHICAGO 
& ST. LOUIS RAILROAD. 

Application having been made by the Indianapolis and 
St. Louis Railway for differentia] fares, in connection with 
the New York, Chicago & St. Louis Railroad, after dis- 
cussion, it was decided that, inasmuch as the New York, 
Chicago & St. Louis Railroad is not fully prepared for 
through passenger traffic, action upon this question should 
be postponed. 

V.—DIVISION OF PASSENGER TRAFFIC BETWEEN DIFFEREN- 
TIAL FARE POINTS. 

The division of passenger traffic between differential fare 
points, between the several lines, was taken up and dis- 
cussed. Therecommendations made by the commissioner 
on the first and second days of the meeting were recon- 
sidered and modified in some particulars. 


VI.—PLAN FOR SETTLEMENT OP BALANCES ARISING FROM 
THE DIVISION OF PASSENGER TRAFFIC. 

After a lengthy discussion, having in view a plan for the 
division of passenger traffic, the following resolution was 
unanimously adopted: 

** Resolved, First.—That the members of this Committee 
submit to their managing officers the division of passenger 
traffic recommended by the Chairman between the various 
differential points considered by this Committee, as shown 
in Passenger Statement No. 4, and inform the chairman of 
their approval or disapproval; and, in case of disapproval. 
the division is to be submitted to the Arbitrator for fin] de- 
cision, in accordance with the established rules of the Joint 
Xxecutive Committee, 

‘* Second.—That this Committee also further submit to 
their managing officers a recommendation that monthly 


money settlements be made in accordance with the divisions 
recommended by the chairman, or to be finally determined 
by the Arbitrator, such monthly settlements to commence 
as of September 1, 1882. 

“ Third.—TYhat said divisions remain in force, and money 
settlements be mace up to the first day of March, 1883; and 
that, prior to that date, the Chairman shall calla meeting of 
this Committee for the purpose of readjusting the division of 
percentages prior to March first, and modifying, if thought 
necessary, the plans for settlement of balances 

** Fourth.—It is the sense of this meeting that, az far as 
practicable, the actual division of traffic shall be made by 
adjustment of differential fares, and that should it be shown 
that the balances accruing under the present division are 
larger than 1s desirable, then any one of the inter: sted 
parties can ask for a readjustment of the differential tares. 

‘* Fifth.—It is further understood that the object of the 
money settlements is simply to secure to each company the 
carriage of tne number uf passengers assigned to it accord 
ing to the established division, and that tne money settie- 
ments shall not be final except by consent of the parties in- 
tere-ted; but that the differential fares shall be so adjusted 
as to secure to each rvad the carrying of its share of the 
traffic, 

** Sixth.—That we recommend to our managing officers 
that the contract already agreed upon and signed by a num- 
ber of the western roads, at the meeting of the Joint Exe- 
cutive Committee on May 24, 1882. for the disision of the 
parsenger earnings of said roads, be so modified as to apply 
for the present Ooly to the division of the passenger earn- 
ings betweeu the differential fare points, as at present estab- 
lished, for six mouths from Sept. 1, 1882.” 
VII.--MODIFICATICN: OF THE CONTRACT FOR DIVISION OF PAS- 

SENGER EARNINGS, AGREED UPON BETWEEN WESTERN 

ROADS ON MAY 4, L882.” 

The contract for the division of total passenger earnings, 
including local and through traffic, signed by a number of 
the Western roads, May 21, 1882, was then read and moidi- 
fied so as to apply onty to the division of the pussenge: 
earnings between diff rential fare poists, as contemplated 
by the f.regoing resolution. 

S.d mouified contract will be separately printed and sub 
mitted to the members of the committee for further consid- 
eration. 

VIII.— ADVERTISING DIFFERENTIAL FARES. 

It was the opinion of the committee tbat the differential 
fares established should be advertised, so as to enable the 
routes to which thev are awacded to obtain their proportion 
of busivess. After discussion, the following action was de- 
cided upon: 

** Wnrereus, This Committee recognizes the importance of 
advertising differential fares now 11 effect, and in order to 
secure uniformity ins:id advertisements, as well as to con- 
fine them within the rules of the Committee, it is hereby 

** Resolved, That all matter advertising differential fares 
shall be submitted to the local committees for their ap- 
proval; and in case of disagreement tne question shall be 
submitted to the Coairman of the Joint Executive Commit- 
te-; and no adver.isemeuts shall be distributed until they 
have received the approval of the local committees, or. in 
case of failure, the approval of the Chairman of the Joint 
Executive Committee. It is further agreed that no mention 
shall be made of differential fares in newspaper advertise- 
ments.” 

IX.—DIFFERENTIAL FARES, CHICAGO TO NEW YORK, VIA 

MICHIGAN CENTRAL, CANADA SOUTHERN AND NEW YORK, 

LAKE ERIE WESTERN RAILROADS. 


The application of Mr. W. H. Hurlburt, General Passen- 
ger Agent, that the differential fares between Chicago and 
New York via Michigan Central, Canada South. rn aud New 
York, Lake Erie & Western Ruilroads be reduced, as origin- 
ally agreed upon, to $18.50, was adopted. 

Adjourned subject to call, 

R. T. Brypon, Secretary. ALBERT FINK, Chairman 


English and American Passenger Cars. 





Mr. R. A. Proctor, the astronomer and lecturer, who has 
traveled extensively in both countries, writes as follows to 
an English paper called Knowledge, of the relative merits 
of passenger cars on both sides of the water : 


Every one who has traveled much both in Europe and in 
America, will agree with Mr. Sala’s remark that * our pres- 
ent locked-in, boxed-up, stuffy, and narrow compartments 
are absurd, dangerous, and scandalous to us as a nation.” 
Because when railway traveling was first introduced stage 
coaches were in fashion, the idea which a slow railway 
projector naturally formed was to make a train consist of a 
number of rather large stage coaches; and this arrangement 
which was feeble-minded enough then, has remained in 
vogue for more than half a century. 

Let me briefly enumerate a few of the advantages of the 
American system, and then I will touch on their more or 
less imaginary disadvantages : 

First, you can get on board an American train or leave 
it when the train is moving pretty fast in perfect safety. I 
have run after a train and gotin the rear car (with a helping 
hand from a brakeman) when it had attained a rate of cer- 
tainly 12 miles an hour. I have never left one travel- 
ing af that rate; but by the rear car it could be done safely 
enough—at no worse expense than a sprawl. 

Secondly, when on board you can choose any car or any 
part of any car to sitin; you can go to the smoking car. if 
you want to; or, it you like, you can visit the baggage van 
to see that your luggage is safe—all when the train is at full 
speed. I have walked the whole length ofa train with both 
hands occupied by satchels, etc., stopping only when open- 
ing and sbutting the car doors, 

Thirdly, if pressed for time, you can, in nearly all parts 

of America, go on board without a ticket, and obtain one at 
the first visit of the conductor. 
_ Fourthly, tickets are attended to while the train is travel- 
ing. There is no absurd stoppage at the last station but one 
and preclamation of ‘‘All tickets ready!” but, without delay 
of any sort, all tickets are collected en route. 

Fifthly, the travelers by the train form a single commu 
nity, with a force of conductors, brakemen, porters, and 
luggage-men, so that if a disorderly or drunken person 
gets on board he must behave himself, at the risk of 
being turned off the train (in bad cases while the train 
is moving pretty fast, so that his exit is hasty and uv- 
dignified, yet not unpleasing to those he had thought to 
annoy). 

Sixthly, you generally travel in much more real privacy 
and comfort than in an English first-class carriage not se- 
cured by a lawless fee tothe guird. I used to find quite a 
rest in my railway journeys between lectures in America, 
with a little two seat compartment to myself, all the passen- 
gers sitting in similar compartments facing one way ; I could 
read or reflect undisturbed. Who can say quite as much of 
an E iglish first-class carriage, if there are two or three pas- 
sengers in the opposite seats. It is true thut part of this 





arises from the ‘‘stony British stare,” which foreigners and 
Americans find so strange and so unpleasant. But “ fix it 





how you will,” you can never feel quite so much at ease fac- 
ing several persons as when all face the same way. On one 
very special occasion, in America, when I had to travel in 
an ordinary car for several hours under circumstances 
which would have made staring excusable enough (nut to 
make a mystery where there need be none, I was one of a 
wedding party of two), I was struck with the careful cour- 
tesy with which a two seat compartment seemed to be re- 
garded as if it were a private sitting room. 1 never more 
thoroughly recognized the innate courtesy of all Americams 
toward ladies than I did on that occasion. Of course, when 
traveling in an American car a man may be addressed by a 
fellow passenger more freely than in England, but it is easy 
to answer pleasantly and, if the conversation weuries, either 
to c'ose it or seek another place. 

Seventhbly, all the carriages are well warmed,and warmed 
quite safely. I speak without any prejudice in favor of car 
stoves ; for in a railway accident in Missouri I made a much 
more intimate acquaintance witb one than I cared for, and 
shall carry the marks of the encounter tu the grave. But 
one cannot expect stoves to Lebave well when the car they 
are intended to warm is pitched over an embankment tbirty 
feet high. Under all the usual conditions of travel they are 
perfecuy safe traveling companions, and many a time and 
oft | have missed them when traveling in an Englisb first- 
cluss carriage despite wraps and the abomination known as 
a foot-warmer. 

Eighthly, in all cars there isa retiring room; in nearly ail 
there is a supply of drinking water ; aud iu mavy there are 
conveniences for washing, brushing, «te. 

If American trains only consumed their own smoke,they 
would te perfection ; as it is,there 1s a very serious draw- 
back to American railway travelin: in hot weaiber. To 
reach your journey’s end with cojlar, cuffs and shirt-front, 
whicn had been clean a few hours carher, reduced tu smoke- 
stained, cinder-dusi strewn cl uts, is not a pleasaut « xperi- 
ence. The fault is one which might be easily corrected. 


Comparative Speeds of the Fastest Trains in 
Europe and Americas 


[Paper read before the E. M. E. Society of the Massachusetts 
Institute of ‘Lechnuiogy, Dic. 5, 18x, by A L. Lotch.] 

I shall first consider American trains, taking into account 
the acceleration which has occurred within the last few 
years. For England, my data are brought down to -1880, 
and on the Continent it is as old as 1578; tut, genera.ly 
speaking. tbe figures are sufficiently accurate to-day to 
admit of compurisons, 

AMERICA, 


The fastest trains in the United States are in the East, and 
are those between Jersey C.ty and Philadelphia, Boston and 
N-w York. and one from New York to A'bany. In seiect- 
ing representative trains, | have given preference to those 
wuich maintain the highest speed fur the longest time. 
Probably the fast st train io this country, aud oue which is 
little below the speed of the fastest English trains for the 
same distance, is toe Philadelphia express, on the Pennsy]- 
vania Railroad, which leav.s Jersey City at 4:8 p. m. and 
makes the run of 88.4 nules in 1 hour 52 minutes, including 
three stops, or at the rate cf 47.8 miles per bour. Jersey 
City to Germantown Junction, 84 2 miles, is1un in 1 hour 
41 minutes, including one stop, or 50.5 miles per hour. I 
timed last winter the fustest traiv eust, whose schedule time 
is 1 hour 59 minutes. It was then, however, 6 minutes late, 
and as it was bulletined ** on time,” perhaps it seldum dces 
better. The train consisted of six cars, oue of them a Puil- 
man. A stop was made at Germantown Junction, and it 
was some time before a high speed was attained. The fasc- 
e t miles were run in 68 seconds each, cr 57 milks per bour; 
21 miles were made in 2584 minutes, or 49 miles per honr. 
The 84 2 miles from Germantown Junction to Jersey City 
were run in | bour 524% minutes = 45 miles per hour, in- 
cluding slackening through several towns. It may here 
be saia that the Pennsylvunia road-Led equals that of any 
foreign road I have seen, while the freedom of the tram 
from oscillation and vibiation was remarkable. ‘This train 
used to run in five minutes less time, avd the fast train west 
was two minutes quicker when started a few years ago, so 
perhaps it was fouud impossible to maintuin these higneg 
speeds. 

The Bound Brook route of the Philadelpbia & Readinr 
Railroad hasa train from Philadelphia to Jersey City, 89.4 
miles,in 1 hour 57 miuu‘es, including five stops. or 45.8 
wiles per hour. Wayne Junction toJersey City, $5.1 mies, 
is run in 1 bour 47 minutes, including three stops, wh.ch is 
47.7 miies per hour, : 

The 4.30 p. m. train from New York to Boston via Spring- 
field, is the fastest between the two vities, taking 6 bours 3 
minutes for the 234 miles. I timed the train last Septem- 
ber when it was on time. The engines were of the ordinary 
type, with about 5 ft. 6 in. drivers, and the train consisted 
of six cars, two of them being parlor cars. On the New 
Haven Division, the fastest runs were 1.90 miles in two 
minutes = 57 miles per hour; 1.73 miles in 1 minute 55 sec- 
onds = 54.5, and 8 miles in 3 minutes 15 seconds = 53 
miles per hour. Owing to the Connecticut law requiring a 
stop at every drawbridge, the time for the 7314 miles be- 
tween New York and New Haven, including six stops, was 
1 hour 548 minutes, or only 38.5 miles per hour. The 62 
miles between New Haven and Hartiord were made in 1 
hour 8014 minutes, including two sto) s, or 41.5 miles per 
hour; average speed while running, 43.8 miles per hour. On 
the Boston & Albany, 96 miles (Springfield to junction of 
B-ookline Branch, Boston) were1unin 2 hours 2044 min- 
utes, including three steps, or 41 miles per hour; running 
speed, 43.2 mils per bour, excluding stops. Tbe time for the 
trip of 284 miles was 5 hours 30 minutes, end the speed 
42.5 miles per hour. 

The Shore Line express makes its run tc Stonington, 93 
miles, in 2 hours 1 mivute including a stop at Providence, 
or over 46 miles per hour. As long agoas 1878 the Rail- 
rood Gazette said: ‘‘For over two yearsa daily train bas 
been run over tne 434% miles between Boston and Providence 
in one hour, including a dead stop at the crossing, a 6-mile 
grade over Sharon Hill of 35 ft. to the mile, a slowiog up 
at Mansfield and through Pawtucket, over a mile, and a 
slacking over three bridges. The engines have 51¢ ft. 
drivers and 17 in. cylinders. The train is a baggage and 
smoker, and there are sometimes four 24 ton passenger and 
a 32-ton Pullman.” In February, 1881, I timed this train 
as follows: Left crossing 1:3 p.m.. Beyond Foxboro’ the 
speed was a mile in 63 seconds, or 57 miles per bour: 2.48 
miles were run in 2 minutes 40 seconds = 55,5 miles per 
hour. Before reaching Pawtucket, 14.9 miles had been run 
in 1746 minutes=545 miles per hour. Providence was 
reached at 1:59 p.m. = 45 miles per hour. From the cross- 
ing the speed was 47 miles per hour. List June this train 
was quickened beyond Providence as above. 

The fastest train on the New York Central Railroad is the 
Chicago & Lake Shore speci»l, which runs to Albany, 140 
miles, without a stop, at the rate of 49 5 miles per hour. 
The first 58% miles are made in 1 hour 28 minutes. 

These figures should, I think, be sufficient to show that 
regular trains in this country seldom run a mile in 60 sec- 
onds. The fastest run which | have made here was on the 
New York & New En land Railroad the other day, when 
on a down grade beyond Bolton Notch, 4 miles were covered 
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in 4 minutes 10 seconds, or 58 miles per hour. 


In England Paris to Bordeaux, where 359 miles are run in 9 bours 10 


— 4 


The * Flying Scotchman” (via the Groat Northern) runs 


I have bien faster, and it issaid, on authority, that it is not | minutes, cluding 17 stops, an average ot over 39 miles per | to Edinburgh, 397 miles, in 914 hours, including stoppages, at 


uncommon for Euglish express trains to make 60 or 70 miles 
per hour when runring ou their schedule time. It has been 
said that it is imposible for an ~ with a 5\¢-ft. driver 
to make a mile in a minute, Mr. 


about 59 miles per bour with such a wheel. On the Peun- 
sylvania the fart train engines had two pair of drivers 68 | 


hour. 
ning speed is 42.5 miles per hour, 
| formance is surpassed in 


I do not think this 


The time has since been reduced to 15 hours only. 
The expresses on the Northern Railroad run from 


Calais to 


| = 59 miles per bour. 


Allowance being made tor these, the average run-/| nearly 42 miles per bour. 
r 
f America. From Paris to Marseilles | pr ss went from London to Bristol, 11814 miles, in 2 hours 
Van give: the greatest | is 536 miles, which used to be covered in 15 hours 25 minutes, 
piston speed as about 1,200 ft. per minute, which would gtve | at the rate of 34.8 miles per bour, including 13 stops made. 


The Great Western has a 7 ft. gauge, and formerly its ex- 


This train, known as the “ Flyin 

Dutchman,” is still perbaps the fastest train in the world, 
though its speed has been much reduced. The 115) miles 
are now made in Y% hcurs 36 minutes = 45.3 miles ver hour, 


in. in diameter and bad to make 3/0 revolutions to make a_ Paris, 18414 miles, at 36.7 miles per hour, including seven | including two stops amounting to 11 minutes. Excluding 


mile » minute. 
at bigh speeds from the liability of the paraliel-rods to | 


lace years, large coupled wheels bave been much used on | 
E ieli-h and continental expr -ss engines, 
When in Europe duriog 1877-78, [ looked up the fastest | 


27 miles is made at the rateo 45.5 miles per hour. 
short carriages tremendous. 


4744 miles, is 1 hour 5 minutes, and on the Western Rail- 


Coupled drivers are said to be dangerous | stops, or at over 39 miles per hour. while running. A run of | these the speed is 49 miles per hour. 


London to Exeter, 


) 1 I trav- | 194 miles in 4 hour-, exclusive of 20 minute-’ halt on the 
break, and such accidents have recently happened. S ill, in | el-d by one of these trains and fvound the oscillation of the | way, is 49.5 miles per hour, 


London to Swindon, without 


; | stopping, 7734 miles in 1 bour 27 minutes, is 58.3 miles per 
On the E:stern Railroad, the schedule time for a run of | bour, 


The Leeds summer expresses on the Great Northern make 


trains in the several countries, and asI traveled by some of | roa 1, [ timel the express from Paris to Diepp», running at | the 1-6 miles in 384 hours = 49.4 miles per hour, inelud- 


them I further noted their m+ximum speeds. A few general | its usual rate of speed, 1614 miles in 20 minutes 20 seconds, | ing two stops amouutmg to 8 minutes. 


remarks about Europe.n railways miy be interesting. The | 
Contiental railways are partly controlled by the govern- | 
ments, They are well built, with curves of large radius. 


ments holding six or eight persons, They do uot, asa rule, | 


have bogie trucks, but their small wheel-base enables them | hours, 48 minutes, including three stops = 41.7 miles per don on the Northwestern Rai 











or 47.7 miles per hour, 


05 
Germmny.—Taking Germany and Austro-Hungary to-| tham to Wok fiel 
‘ : gather, the fastest trains are found in North Germany. | 547 miles per hour. 
Instead ef cars there are carriages, divided into compart- | Uadonbrelly the fastest train is from Berlin to Hanover, on | ruxin the world. 


the Mnaedeburg-Halberstadt Railroad, 15844 miles in 8 
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London to Gran- 
miles, in 2 hours 2 minutes = 51.7 and Gran- 

d, 70% miles, in 1 hour 17 minutes = 
This last is claimed to be the fastest 


My timing of the Scotch sapreen ie ans train ac 
way,may nterest pg. ore 


tham, 1 
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Designed by Rosert H. Sarre, for the Le 


to pass round the curves. There are three or four classes of 
passengers. Generally, first and second cl iss are carried by 
the express trains, tut in France only first class are taken, 
and a bigher fare chai ged, The locomotives often have only 
a single pair of drivers, 7 ft. or so in diameter. In England 
6}¢ ft. driving-wheels are quite as common as 5% ft. witb 
us, and som? engines on the Great Western and Great 
Northero railway; have wheels $ (it. or ic. in diameter. 
There is much dispute as to the merits of single vs. coupled 
engines. but I noticed at the last Paris Exposition that all 
tbe French express engines shown had their driving-wheels 
coupled, Many of the modern engines have cabs and bozie 
tru:ks in front. Distances are given on the Continent in 
kilometres (0.62 mile each), which bave been converted into 
miles for the sake of comparison here. 

In Switzerland and Hussia there are no trains exceeding 
27 miles per hour, which are therefore not considered. In 
Belgium, trains travel as fast as 42 miles per bour, but 
these are generally through trains between France and Ger- 
mauy, aud may therefore be classed with the trains of those 
countries, 

I uly —The only fast train is the mail, which makes the 
long run from Bologna to Brindisi, 472 m‘les, in 14 hours 55 
minutes. which. including three s'ops, is 31.5 miles per hour. 
This train is largely due to Eaglish enterprise. It carries the 
English mails and takes only through passengers. 

France.—Many of the French expresses are fast. I believe 
bbe fastest long-distance run is cn the Orieans live, from’ 


RAIL AND WHEEL-TREAD. 
igh Valley Railread. 


hour. 
This beats the fast train from New York to Albany, which 
is the fastest train in America forthat distance. <A run of 
9314 miles is made by the German train in 2 hours 8 minutes 
= 44 miles per hour. I timed the part from Bertin to Stendal. 





Rail, 74 lbs. per yard. 


Deducting these, the speed is 44.2 miles per hour, | reaching Rugby, 7614 mileshad been traversed in 1 hour 3534 


Crewe, 158 miles, was 


: ~ if bour. 
minutes 48 miles per bour best Continental 


reacted in 3 hours 39 micutes (beating the 


| time for that distance), and Liverpool, 202 miles, in5 hours, 


Some miles were run at 52 miles per bour, 6214 miles were | 


done in 1 hour 30 minutes, including a stop. Berliu to 
41 minutes = 37.5 miles per hour. 

On the Berlin-Potsdam-Magdeburg Railroad the fast ex- 

a 1 have timed 244 miles in 30 minutes = 48.7 miles per 

our and 50 miles in 1 hour 9 minutes = 43 5 miles per bour. 
This forms part of the through line between Berlin and 
Paris, and is, perhaps, the best example of a very long run 
abroad. The distance is 668 miles, done in about 2244 hours, 
or at the rate of about 30 miles per bour, notwithstanding 
the fact that three countries are traversed with attendant 
custom-house formalities at the frontiers. 

Thus it will be seen that the speeds of the fastest Conti- 
uental trains about equal our own, except in the case 
noted. For very long runs nothing there equals the speed 
of the New York-Chicago trams, which average some 35 
miles per hour for over 900 miles, 

England.—In England, however, we are beaten both in 
numb-r and speed of fast trains. Mr. Le Van says the aver- 
age speeds are 20 per cept. greater and the loads 25 per 
cent. less. Where there are so many rival trains runnir g at 
nearly the same speeds, it 1s difficult to name the fastest. 


including s1x stops, = 45 miles per hour. 


A few miles were run in 61 seconds, which is at the rate 


s : | of 59 miles per hour. 
Cologne by this route 1s 368 mikes, accomplished in 9 hours | 


| ing the next few years as muc 





If the speed of American trains continues to improve dur- 
h as it has recently, we may 
soon hope to outstrip England, where the maximum bas 
been apparently reached. In fact Mr. Le Van has prophe- 
sied that within five years the distance from Philadelphia to 
Jersey City will te accomplished in one hour, but this seems 
rather too much to expect, especially on a road running 
through such a populous district. 


Sayre’s New Pattern Rail. 











The engraving which we give with this article represents 
the new rail section which Mr. Robert H. Sayre designed 
while General Superintendent of the Lehigh Valley Rail- 
road. Tt is 3¢ in. higher than the section which he formerly 
used and which was illustrated in the Railroad Guzefte 
of Oct. 7, of last year. The old one weighed from 66 to €7 
lbs. per yard, whereas the new weighs 74 Ibe. The rvascns 
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which led him to adopt the proportions of the new sections | chine, the one set of the form shown in the engraving, and 
are stated as follows by Mr. Sayre: |the other set with a cone of \ in. on a side, or 4 in. in the 


“The new section of the rail is similar in all respects to the diameter of the whee! and the length of the tread, These 
67-lb. rails designed by me and now im use upon the Lebigh | wheels were placed under two eight-wheeled coal cars, the 
Valley Railroad, except that it is in, higher and weighs | ooned wheels under one and the cylindrical wheels under 


about 74 Ibs. per yard. 

“Tt will ull call that as the base, stem and a certain por- the other. On about an eighth of a mile of track the rails 
tion of the bead of the rail are not worn out, but that after | were painted white, and the car with cylindrical wheels was 
ee — say 74 — the head the rail is ——s el started by an engine so as torun ata speed of 10 or 15 
want of sufficient strength. any increase in weight put in the | fi 
head would add materially to the life and value of the rail | {miles an hour over the painted rails. On examining the 
much wore than the increased ccst. rails after the car had run over them, there was little or no 

‘** Assuming tbat the 67-lb, section may be worn down }< | indication that the wheel flanges had touched the rails. The 

gz x 
in., Manne ag hho Saar ace cals on Seek BO, 74 ai car with coned wheels was then run over the painted rails 
more wearing value for about 10% per cent, more W weight | |in the same way. On examination it was plain that the 
of rail or cost. , | wheel flanges had come in contact with the rails at frequent 

" Taking a road whose business ae eee oo “Ib. | intervals, and that there was considerable oscillation to the 
iat is ind. aera ccouaiotre ons cota Plea same! movement of the car. The inference of all those who 

71b, rail 105.3 tons per mile@s gel Ep een id Bee. $4,738.50 | Sav the experiments was that the motion of the car with 

4 ee | CR et or 5,233.50 | cylindrical wheels was much steadier than that of the one 

Then leaving out of the calculation the value of the worn- with the coned wheels. 

out rails, which would be tbe same atthe end of there-| What was also worthy of note was the fact that the surface 


spective periods, we have : lof actual contact of both kinds cf wheels on the rai's as 





$4, pte 4 = te at pehmadnmaeeees oo .85 per annum. | jjarked on the paint was not more than about ,5, in. wide, 
Add annual interest on the excess of | showing the pressure per square inch must be very great. 
Original COSS....-....0eereeesseeeeeess 20.70 378.60“ | There can be no doubt that the use of cylindrical wheels is 


A saving of $95.25 per mile per annum. | rapidly growing in form, and it seems probable that they 
“Tn addition to this saving, the width of the top of head ! will soon displace the old-fashioned conical wheels. 











RAIL OF THE SAYRE PATTERN. 


Southern Central Railroad. 60 lbs. per yard. 


and the angle of the sides being preserved, the width of the | Exhibition of Electric ‘Engineering. 


head at the bottom is increased, thus giviog additional; At the last meeting of the Engineers’ Club of Philadelphia, 
metal to resist flange wear, and a broader bearing surface | the Secretary suggested that the Club should consider the 


for the fish-bar. feasibility of an exhibition in Philadelphia, under its 
In the sketch, the black lines represeut a section of rail | | auspices, of the progress and products of modern electric 


4°¢ in. high weighing 74 lbs. per yard, the dotted linesin-| engineering. After discussion the question was, upon 


dicate the section of rail 43¢ in. high weighing 67 lbs. per | motion of Prof. Haupt, referred to the board of directors. 
yard, and the probable section of rail when worn out.” 


The engraving also shows the form of wheel tread which | 
Mr. Sayre adopted, which is cylindrical where it bears on | ANNUAL_REPORTS. 
the rail and beveled or coned from the outsidefof the rail to | The following is an index to the aunual reportsof railroad 
the edge of the tread. He has concluded, with a number of | companies which have been reviewed in previous numbers 
other persons, that coned wheels are a delusion, and that | of the present volume of the Railroad Gazette : 
both rails and wheels will wear better and longer if the | Alabama Great Es | Massachusetts Minor R. Rs... Sit 
bearing of the wheels on the rails is cylindrical than they | Alabama Minor Railroads...... 41 Memphis & Charleston 49% 











ae 4 | Allegheny Valley..........ss.0«« 264 Mexican Central .. .......... v2 

will when they are conical. Experience thus far has fully | Atchison. Topeka & i ee 263 Mexican Railw BY. wee ssee; ,, ie 
A ‘ Atlanta & West Point.......... 48¢ Michigan Central........... 7, 295 

sustained that view. 633 Mil., Lake Shore & W: wae 403 


\R 
It will be noticed too that the form of the throat of the | 
wheel-tread conforms to that of the corner of the rail. That | 
is, the radius of the curve, 5 in., which forms the one is | 
the same for the other. The consequence is that ia going | Boston & Lowell.. 


Minnesota R. R. Commissioner 54 

Mississippi & Tennessee ....4), 764 

Missouri Pacific. as 

Mobile & Girard. 

Mobile & Ohio 

ove pe ages & Wells 

- Boston & Maine... ¢ Nash., Chattanooga & St. 

around curves the wheel has a bearing on the whole surface | Boston & Providence. : 697 Natchez, Jackson & Col . 
Buff., Pittsburgh & Western ..4-4 Naugatuck 













of the corner of the rail, and consequently is not worn near- Bur.. Cedar Rapids & NO.....000 B45 New Haven & Derby... oe. Uo 

* airo & St. Lowis........ .cseeee 5 ew Have Yorthampton...1w 
ly so fast as wheels whicb run on rails having a compara- | Gamden& Atlantic. 200.43 New London Northern......... 34 
tively sharp corner, and therefore little bearing surface. | CanxdaSouthern............... 569 Lake Erie & West. L083, 720, 745 


x : | Canadian Governm't R'roads. .1z6 S. ¥! 
The rails are rolled somewhat rounding on the top, so as to | Cape Fear & & Yadkin Valley re B24 res 
. : : p r Vv : 
insure that the wheels will bear in the centre when the rails | Central, of Georgia. 


:, | Central, of New = 
are first laid. A small amount of wear of wheels and rail Samara Paaie. 


F i 
N. Haven + Hartford..... e 






», Pennsylvania & Ohio....19 
. ¥?, Susquehanna & West.. er 14 
Nortolle & Western.... ..... 











will soon cause them to fit each other perfectly. | Gharlotve, Cols "Eig. oh omy aa oT 

In the Railroad Gazette in which Mr. Sayre’s 66-1b. rail Chesapeake & Ohio... ai 159 Northern (New Hainpahire)...94s 

: P : | hesapeake Oo Canal...... J GROEN PACIIGC. oc ccccccccccces 

was illustrated it was stated that on the Pennsylvania Ruil- | Cheshire. ...... .....0. 84 Ogdensb’ g & . Champlain. 
road 40 percent. of the wheels taken out of service are Chicazo yy was seceeee ig ath pa 34 Tilipi sseeeese 
condemned on account of sharp fianges, whereas on the Chicago & Ley vy Iilingis weans 698 Ohio Soutnern.. ....... 
Lehigh Valley road Chicago, Mi. & St. Paul.175.286,296 Old Colony............. 

ehigh Valley less than 5 per cent. are removed for Chicago & Sry peta ae 2) Oregon & California... ‘ise: 

* cazo, acific..310, 42 egon v 0. 4 

that cause. Experience sincs that time has not increased the Chicago. St P.. Minn. & Om.19),° Ore ey Wien cenasbnouses C0.516 


percentage on the latter road, and it is attributed chiefly to {hicago EW. st. echigen seeee 74 
the fact that the rails fit the wheels. Gin. Inde StL & i etis 36 50) 

Some experiments were recently made on the Lehigh Val- Cleve. , Col, Cin. & Indianape 
ley Railroad to show the action of cylindrical and coned | 
wheels, which were witnessed by the President and Secre- Columbus, Hockizg Vy. & 


— ~ seal Steamship Co...... 8% 








z Se, PSE fs wl 
tary of the Master Car-Builders’ Association. Two sets of Conn. & Passumpsic Rivers . hia & Reac ioe a 
cast-iron wheels were turned up in an emery grinding ma- | Consolidation = PS ; ae oo 193 Pittsburgh & Castle 142 


en EE oe <cwcnncas 217 
ee ee rar Bat 
Delaware & Hudson Canal, 101,176 
Delaware, Lacka. & West...... 71 
Del., Lack. & W. Leased Lines.340 
Delaware Western ......... P 
Denver & Rio Grande. 
Des Moines & Ft. Dodge. 
Detroit, Grand Haven & Mil.. 
Detroit, Lansing & No......... 
MIR os Cacce ssatien ‘ 
Eastern R. & Association. . 












Est Tenn., Va. & Georgia. 

Eureka & Pee Gore... 7) 

Liege yd keeteeseeenecessvacsanee 4) 
lint & Pere Marquette........ £23 


Galv eston, Har. & San Ant’o... 466 
Georg’ OE Re 
Greed Rapids & Indiana.. 

Grand TRUE... .0.ccccccee 
Great Western. 

Gulf, Col. & Santa Fe. 
Hannibal & St. Joseph.. 
Han. J‘n.. Hanover & Gettysb's.: ~ 
_ ik ERD yee 
Houston, East & West Texas.. 19} 
Houston & Texas = FAl....06 
Huntingdon & Bd. Top Mt. la 
illine-is Central............ 95, 125 
Indiana, Bloom. & West ....... 4:2 
Indianapolis & St. Louis........: 
Iowa Minor R»ilroads.. 
Junetion & Breakwater .. 
Kan. City, Ft. Seott & Guif.. 

Kan. Citv Tawrence & So. Kan. 488 
Kentucky Central...............1H5 
Knox & Lincoin ... .. 

Lake Erie & Western. 
Lake Shore & Mich. So ....271, 278 
Lehigh Coal & Navigation Co. 1% 
Lehigh Valiev. 
Litcle Rock & Ft 
Long Island... 

Louisville, Cin. & Lexingt 5k 
Louisville & Nashville 450, 622,637 
Louisville, New Alb. & Chi......142 
Manchester & Lawrence. ...... 340 























This company owns a main 


miles in all, It leases the W 


works under contract the Nort 


miles worked. The report is 


ORGIIRT MIOOR co cncicks 2 saneseae 
Seven per cent. bonds .... 
Six per cent. bonds...... 
Five per cent. bonds... 
Unclaimed dividends 
Divilend No. 12. P. & 





R. R 


eee eee 
PO I since endeostsesue 
Improvement fund......... ..... 
Ware River sinking fund......... 
PYORE GR 10G8...5. cocccee seseecs 


Cost of road and equipment..... 
Cost of South Boston property... 
Hudson River briuges............ 
pg SOOT PETIT ET Ee 
Real estate and land.. 
Ledger balances due from indi 

INNS 5.6:4.0 4 sec sccesid cs ndanes 
West. Stockbridge Railroad stock 
RUN csc deed aceecedw anh ooheen 
Notes reccivable................. 


Springfield & Northeastern Railr 
Boston & Albany Railroad stock. 


tbh cdesvetveanncesakes 


24,115 shares bought from the 
as noted elsewhere. 


Train miles: 881-82 





Bbls. fir.to Boston. 1,315,4 
“ “ other stats. 667, 111 
The chief loss in freight was 
although there was also some 


mile on each were as follows: 


>. , bet Alnany 
and Boston.... ....201,478,060 
To and from other 

roads, east of Al- 

DAMY ...00 cevscccecs 53,794,310 
ON 119,044,968 


rates that prevailed for a part 











und i iterest.... 


Dividend No. 18, Wane Fad Railroad, due Jan. 1, 


Ledger balances due agents and corporations.. ... 





Trustees improvement fund... .. 


The traffic of the year was as follows: 
1 





——1881- 
Ton-miles. 


Pittsburgh, Cincinnati & St. L .262 


Pittsburgh & Lake Erie 23 
P. rtlerd & Ogdensburg 96 
Portland & Rochester... 1:6 
Providence & Worerste 246 





Pullman's Palace va Co. 
Queen Anne’s & Ken BR 
ichmond, Fred. & Daten 216, 763 
Richmond & Petersburg........ 704 
Rochester & Pitt~burgh ....... 6 
Rome, Wat. & Ogdensburg.....698 
8 eres 34 
PRUCEONG , 0.0. ccccsesgccecses 483 
St. Johnsbury & Lake Chomp. 516 
St. L., Alton & Terre Haute. ...550 
St. Louis & San Francises. 41 175 
St. L.. Vandalia = ‘verre Haute 484 
St. Paul & Duluth........ FO 
St. Paul, Minn. e Manitoba. ...564 
Sandy _ aR RENN Sa 1 
Savannah, Florida & West.. - + 
od 





Savan: ah, Griffin & N. Ala.. 
South Carolina...........-.+++ 











South —- Minor R’rds.. 7 
Southern Pacific ...........+0+ . 450 
SMBBOK once. csesccee- ceososes § 

Terre Hau‘e & Indianapolis... .483 
Terre Haute & Sa NGene. .. 4-4 
Te-as & Pacific. .......00.-c0008. ov 
Troy & Greentield. iv) 
Union Pacifie ... . L765 
Unitec 1 New Jersey. ° .449 
U. S. Rolling Stock Co.. 195 
Utica & Black River. 70 


Vermont Vallev 
Vicksburg & Meridian 
Virginia Midland..... 
Virginia & Truckee. 

Wabash, St L & Pavifle 
Western Maryland....... 
Western R. R. Associatis 
Western Union Telegraph 
PONE DONOe, conse. covsse 
Wilmington & Northern. 
Wilmington & Weldon.......... Go 
Worcester & Nashua ......- -f 
Wisconsin Central........ re 





Boston & Albany. 


line from Boston to Albanv, 


N. Y., 201.65 miles, and 96.48 miles .f branches, 298.13 


are River road. 49.30 miles, 


and the Pittsfield & North Adams road, 18 65 miles, and 


h Brookfi ld road, 4.16 miles, 


and the Spencer road, 2.16 miles, making a total of 372.40 


for the year ending Sept. 30. 


The equipment consists of 245 locomotives; 206 pass: — 
and 47 baggage and postalcars; 5,229 freightcars; 627 
service cars ard 11 snow-plows The ircrease during the 
year was 3 engines, 9 passenger cars and 113 freight cars. 

The general account is as follows: 


Liabilities. 


. - $20,000,000 00 
5,000,000 00 
2,000,000 0 





“at 250 00 


, due Jan. +: 1883. 


26,250 00 
231.28 00 
4°8,914 15 
752,471 60 

47,061 34 
icknace” nace owekenes 2,632, a 58 


116 50 
198 22 


Pa eae 
io 
a 


et tte} 


it 5 
75.0) 
75,48 

01,33) 
= 19,678 96 
viduals and cor- 
: 365,163 82 
13,000 00 
879,799 03 
300,000 00 
799.532 94 
4°9,064 92 
3,858,400 00 


DU isco cncwesvice 


xe cicde gat iiventBaxalien rs 35.540 340, 1.676 67 


The Boston & Albany stock included in the assets is the 


stateof Masachusetts at 160, 


880-81 Inc. or Dee. 








P.c 

POROIEOE 560 ic cees 1,805,924 1,611,512 I. 104,412 12.1 
Seer 3,608,313 4,101.966 D 493.653 12.0 
Sess) 2d Seeces 156,278 240.616 D 84,338 3.5 

— Ry rere 5,570,515 5,951,094 D 383,579 64 
Passengers carried. 7,524,1% I. 724.960 10.4 
Passenger miles...151 +7 I, 15,833,930 11.7 
Tons frt. carried... 3,415,229 3 .D 178,594 4.9 
Ton-miles ........ 374,317 73: 38 417,108. 612 2 Dz. 42,791,274 10.2 

Av. train load: 
Passengers, No... 84 
Freight, tons. . 102 J. 
Tons through east. 1,001,536 D. 

west. 147,035 I 





1,648,002 D. 332, Y 
766,945 D, 99, 8: 34 li 3. 0 
in through east-bound traffic, 
falling “off in local business. 


In west- bound through freight and in business to and from 
other roads there was an ‘ncrease. 
The description of freight traffic and the rates per ton per 


82.—— -—-—1880-81.—— 
Rate,etc. Ton-miles. Rate, etc. 


0.551 235,823,319 0.641 


1.389 53,015,608 1.445 
1.786 28,269,635 1.600 


The extremely low rate per ton-mile on through freight 
was the result of the general war and the demoralization of 


of the year, 


The average cost per passenger and per ton per mile, in- 
cluding both. together, has been as follows for 15 years: 





- Cents. 
Ae) eee 0.829 
SS lS 
Sawa 1.114 1880.... 2... 0.872 
one 0.956 1881.... . .... 0.827 
eke 0.883 1882.... ..... 0.825 


The average cost last year was only 40.8 per cent. of the 

















cost in 1868, but was 17.0 per cent. greater than in 1879, 
when the lowest point was reached. 
The earnings for the year were as follows: 
1881-82. 1880-81. Inc. or Dec. P.c. 
Passengers...... $3,014,161 $2,668 015 I. $346,116 13.0 
Freight arr 3,934,133 4,3 28.906 D. 344,773 8.0 
Mails, etc. ..... 792.680 878,334 D. 86,254 9.9 
Total.....  .. $7,790,374 $7.875,235 D. 84.911 1.1 
Expenses........ 5,600,991 5,688,412 D. 87,421 1.5 
Net earnings. . $2,189,383 $2,186,873 D. $2,510 v1 
Gross earn. per 
OT ee 20,919 21,147 D. 228 1.1 
Net earn. per 
. eee 879 5.872 I. o4 
Per vent. of exps. 3 89 73273 oD. 0. si 


The taxes for last year were $65, 528 greater than in 
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1880-81, making the decrease in other expenses $152,949. 
Th? result of the year was as follows: 


Net earnings, as above........,... «+. $2,189,382.67 


EE pate aE 5+ i: : "se : . "$566.450 
IN estas scacscecks oceadinel Rekacses 75,000 
Dividends, § per cent... .......... biuasnwe 1,503,550 
——-—  2,145,000.00 
Balance, surplus for the year.......... epee ee $44,382.67 
Gers, Bah BO, BOGE... ose ccs dstcvassasacnscedsee 2.538,558.91 
Total surplus, Sept. 39 1882... ... atid nina agi $2,632,921.58 


The loss on tonnage is owing to the failure of the crops 
and the high prices of grain in the markets of the West, 
which prevented a free movement of cereals for export. The 
loss in rate on through freight, the report explains at some 
length, was due to the trunk line war of rates that raged so 
furiously, and concludes by saying: ‘‘ With good crops in 
the West, a prospect of a fuir export traffic in cereals, and 
the trunk lines at peace, we may reasonably look for a 
f:irly yemuneratiye business with the West the present 
season. 

The expenditures on account of the third and fourth tracks 
between Boston and Charles River, together with the cost 
of new buildings and extensions, amounting to $300,548.57, 
have been charged to the operating expenses of the year. 
There were built, in the shops of the company, 7 locomo 
tives, 277 merchandize cars of various kinds, 3 drawing- 
room, 12 passenger and 2 miil cars. The cost is charged to 
repairs of locomotives and cars, The track, rolling stock 
and buildings are in guod condition. The trustees of the 
improvement fund have received $53,680.34 from the 
securities held by them. This amount has been placed to 
the credit of premium, which now stands debited with 
$23,224 18. 

Referring to the former relation of the stute to the road, 
the report says: ‘The year is specially marked by the re- 
tirement of the state from participation in the management 
of the company’s affairs. The Governor, in his annual ad- 
dress to the Legislature of 1882, laid down the principle that 
the state ought to be separated from railway partnersbips. 
Following his recommendation, an act was pas-ed authoriz- 
ing the exchange of the stock of this company held by the 
state for 5 per cent. boods, payable in 20 years from date at 
tue rate of $160 for each share owned by the common- 
wealth. The uct provided further that, after the assignment 
of the state’s stock to the company, the commonwealth 
should no longer bave any representation in the bo»rd of 
directors. A meeting of stockhoiders was called to see if 
they would accept the act. Many present were not prepared 
to vote, and the meeting was adjourned for two weeks. At 
the adjourned meeting 89,533 votes were cast, 56,733 iu the 
affirm itive. 32,670 in the negative, a clear majority of 24,- 
013 in favor of the exchange. In accordance with the vote 
of the shareholders, the Treasurer made the exchange of 
bonds for the state’s stock Aug. 18; and since then the com- 
monwealth has not been represented in the board.” 





Evansville & Terre Haute. 


This company works a main line from Evansville, Ind., 
to Terre Haute, 109 miles, with a branch from Owensviile 
by Cynthiana to Mt. Vernon, 37 miles, making 146 miles in 
all. During the past year the branch was extended from 
Cynthiana to Mt. Vernon, 25 miles. The report is for the 
year ending Aug. 31. 

The equipment consists of 24 locomotives; 9 passenger, 2 
combination and 6 baggage, mail and express cars; 620 box, 
40 stock, 160 flut, 75 coal and 9 caboose cars; 1 pay-car; 1 
tool car; 15 construction and 37 hand cars. 

The capital account is as follows, condensed: 


Stock (including $2,316 scrip).. ... ieeiraeee sons ike $3,000,000.00 
ST Ries choc nbcsaansecs. ucshanss dgebosaad 5,000,000.09 
Bills accounts and balances ...... .......-s+-eeee: 170,522.75 
EOONED DONE. cas 52 cnscscvescacdpiswecs a ares 290,860.91 


RS 5 va csabidenausasenabell cee ee $6,461,383.66 
Construction and property accounts.. $6,132,685.94 
SNe: sinner ecasscesikkh: waa’ aed 8,000.00 
Accounts and balances..... ... ..... 247,982.54 
Pc ainddsecnnceskubnsacabeberee 92,807.91 
GE ab ies nceeveves aeoceccoeceveee 19,907 


27 
——-- 6,461,383.66 
The bonded debt consists of $892,000 old first-mortgage 
bonds, $30,000 consolidated bonds and $2,078,000 first- 
consolidated bonds. 
The traffic for the year was as follows : 











Car mileage: 1881-82. 1880-81. Inc. or Dec. P.c 
ee ee, erat. bese 
Freight cars......... 6,223,237 4,317,342 I 1,905,895 44.2 
Service cars.... BIER ediniewesak “igus dienaamenes cose 

Ts sua ea cea « Ti SakKkepneinae| cuawarsex daekans pass 
Passengers carried... 245,142 204,32: I 50,818 249 
Passenger-miles . 7,781,101 6,703,<95 I 1,077,806 16.0 
Tons freightcarried. 563.422 457.600 I. 105,822 23.1 
Ton-miles............ 47.480,847 35,097,074 I. 12,383,773 36.3 

Av. receipt : 

Per pass-mue.... 2.80 cts. 3.00cts. D 0.20 cts. 6.7 


Per ton-mile......... 114 * 123° D. O11“ 88 


Of the freight car mileage 68.5 per cent. was of loaded 
cars. The average passenger journey was 301¢ miles ; the 








average freight haul, 84 miles. 
The earnings for the year were as follows : 
~ 1881-82. 1880-81. Inc orDec. P.c. 
PRE a cearascsaaecvasn $543,119 $441,685 I. $101,434 22.9 
Passengers...... BRALN SE. 208,389 201,999 I. 7290 3.6 
BON iwks oc dcksecccess 74,920 59,270 I 15,650 26.5 
WM Sia cet eaiuasi $826,428 $702,054 I. $124,374 17.7 
oo ree 451,646 5 D. 34,942 7.2 
Net earnings..... ...... $374,782 $215,466 L $159,316 74.1 
Gross earn. per mile...... 6,611 5,802 I. 809 14.0 
Net “ Gave 2,998 1,781 L. 1,217 67.5 
Per cent. of exps......... 54.65 69.31 D. 14.66 ... 


Expenses include taxes, which were $17,870 last year 
against $16,840 the previous year. 
Tae incomes accouat, condensed, is as follows : 





oh CE SR BONO i 5. 685 cas iedacins sade ldamteat $374,781.96 
EDUOTONE Gli MOMNIR S.0.0.c'50. 000inccsesesces snes $188,920 
DETMNOD, SE OOP CONG. 5s. 5k cans icessevevcsn 50. 
—-— 238,920.00 
Mr icch cs cack codecs eaueboekeudetaknccokhese $135,861.96 
CO TIE: BTN 5 a tine oscinsbechkae toe baneecwnk 154.998.95 
Setinn: Rent ..3. IGBB sascenced yes seas xarpess $290,06u.91 


During the year 16 miles of steel rails and a large number 
ot new ties were laid. Allof the main line but five miles is 
now laid with steel. Some orders for freight cars bave 

en given, and two freight engines are under contract. 
Tae shops of the company are to build six passenger cars 
and several baggage and express cars. 

handsome new passenger station has been built in 
Evansville. New stations are needed at Terre Haute and 
Fort Branch. 

The extension of the branch lige to Mt. Vernon was com- 
pleted July 1 last, at a cost of $240.951. The company 
will receive this year and next $65,000 for taxes voted as a 

bonus for this branch. 





Richmond & West Point Terminal Co. 


The report of the President of this company, as presented 
at the recent annual meeting, gives a brief general des_rip- 
tion of the various railroad properties owned and ccntrolied 
by the company, and in conclusion says : *‘ The gross earn- 
ings of the roads controlled by your company for the 
months of October and November show an increase of 22 
per cent., thus realizing, to a certain extent, the anticipa- 
tions of largely increased business. It will be gratifying to 
the stockholders to learn that during these two months the 
net earnings, over ordinary operating expenses, have in- 
crease1 over 43 per cent. over the same period of last year, 
showing that the large expenditures made in improving the 
ee during the year have rendered practicable the 

andling of the larger business with greater economy, thus 
demonstrating the increased earning power of the roads.” 

Reports of the Virginia Midland not received for Novem- 
ber, and therefore not included. 

Tine General Agent’s report gives the total capital stock 
at $15,000,000, of which $5,000,000 was issned et par and 
$10,000,000 at 25. making an average of 50, issue price. 

Tous the capital stock of the company consists of 150,000 
shares, of the par value of $100 each, and was _ issued full- 
paid stock, as authorzed by its charter as amended Feb. 21, 
1882. Of this the Richmond & Danville Railroad Com- 
p:ny owns 75,100 shares, and other stockholders 74,900 
shares, 

The company has no bonded debt and no fixed charges, 
its railroads and properties beiug held by ownership either 
of all or a majority of the capital stocks of the several com- 
panies. 

The General Agent’s report gives a list of the railroad 
as eon owned, controlled and operated by the Terminal 

ompany, the total mileage being 1,541. The properties 
include the Virginia Midland, the Western North Carolina, 
the Charlotte, Columbia & Augusta, the Columbia & 
Greenville, and the Georgia Pacific, 150 miles of the latter 
being in operation. 

_ From the General Agent’s report we also take the follow- 
ing. 
‘*The present financial status of the company as shown by 
a summary from the Auditor’s statement is as follows: 

Cash in treasury, bills receivable, stock subscriptions, 

amounts due by individuals aud companies, and 

amounts to be returned to the treasury, either in cash 

or securities, from the construction compunies, when 

the work undertaken by them is completed.... .. ...... $2,674,976.33 
Le-s all indebtedness, including bitls payable, indorsed 

b Ls, bills rediscounted, deferred payments «f ¢5>9,461.- 


e 
12 on purchase of Virginia Midland railway, an ounts 
due individuasls and companies..... © 0.2.00. .cceeceeeeeees 1,877,963.68 








Leaving balance une*:pended...... -. senehpenel aweseaoes® 797,012.69 
Adding expenditures and investments as follows. viz : 
ON Re a eGebsenneesnsansedcesenet 2.29 
Wharf property, compress, etc..............0+5 11,252.61 
ther property, part al construction, etc..... SR, 701.45 
Stocks, bonds, and securities.................++ 6,457,263.49 
————- 6, 702,997.35 
PONS Wp CONE, 0c ccccncccreesccseccvcnsesvecccccsccsecces $7,590,000 00 


‘*Tnasmuch as the prcjects of the company are numerous, 
and several in active operation, it is impossible to state ex 
actly outstanding obligations not yet reported—as, for in- 
stance, work doue by the American Construction Company 
upon the Northeastern Railroad, of Georgia, and upon the 
Richmond & Mecklenburg Railroad. But a full estimate of 
such amounts to be paid would, in my opinion, not exceed 
$47,000, which would leave, after amounts are returned as 
above, $750,000 of the capital yet to be invested.” 





‘Richmond & Allegheny. 


This company purchased the old James River & Kanawha 
Canal and built a railroad on the canal bed. It now operates 
the following lines: 


Main line, Richmond to Clifton Forge, Va....... .........- 230.31 
Lexington Branch, Balcony Falls to Lexington, Va ....... 
Leased line, Henrico Railroad, Lorraine to Hungary, Va.... 11.00 


AUEUDS Smh0054d CERCA 4eb000000 00008 E0keESE 260.69 

There are 25.09 miles of sidings. The telegraph line ex- 
tends over the whole length of the company’s lines, 260.69 
miles with 275 miles of wire, and also nine miles of tele- 
phone wire. The total length of iron bridging on the line is 
2.991 ft. There are 41 station buildings, 28 of which were 
built last year. There are 14 water tanks and 6 turn- 
tables. 

The equipment owned is 21 locomotives; 16 passenger, 3 
sleeping and 10 baggage, mail and express cars; 192 box, 
25 stock, 254 flat and 9 caboose cars; 1 wrecking car. 

At the close of the fiscal year, Sept. 30, 1882, the general 
balance sheet was as follows: 





NERS becbe tues <ectncss ) Saebensses -+» $5,000,000.00 
ann os ontsbaene sein aandadccerasdactnne .. 5,996,000.00 
Gocond eertnee subscription loan.............-.-. 1,250,000.60 
James River & Kanawha Company liens (not held 
is wenn gs.ctsnndencss< opssasvess svsrcens 36,310.86 
Principal of Car trusts....... 22... cccccccsccececoes 51,000.00 
I ickccs Shidcatsbedesed abs seesnsnensed 848,759.20 
September liabilities... .......... secccccccscsccces 104,914.66 
DT Di ascdine tnces) v0s2ensdesaccadecnes ‘ 111,510. 
WR cn scnocans Saaeaes, oben. 2¥ 6 teetieentn $13,698,494.72 
Rights of way and franvhises.... ..... $5,446,662.01 
Cost of road (construction)...........- 5,537 ,154.02 
Richmond docks ............... +005 + 1,C00 843.91 
Manchester water-power ....... coos 197,277.50 
SDs sche Aecctwiss.cenves bent 16 ),794.25 
DOO Rao ssiescnces censeee s02 70.52.75 
BEET v6.0. cccscccccnecese 000000 692.266 61 
Stocks and Honds..6..4... .-cccsecsees 187 v0 00 
SN Sen a a 29,936 49 
Kills receiveable and accounts. ... 522,165.05 
COBB 0.00 100 ccc coc ce 000 soccccccoes 53,441.85 
$13,698,494.72 








The bonded debt consists of $4,925,009 first-mortgage, 7 
per cent. bonds, due 1920; $974,000 second-mortgage, 6 per 
cent. bonds, due 1916, and $97,000 Manchester mortgage, 5 
per cent. bonds, due 1911. The yearly interest charge is 
thus $408,040, or $1,564 per mile worked. 

‘Lhe main line was not oy until May 31, 1882, and 
the earnings g.ven are for the four montns since its fall 
opening, from June 1 to Sept, 30: 





BR in se cass Si huncschobebeebvasedine &. cudccvesdbeowinn $115,107.02 
ek spn ad ccosnannAanhgacnsoveees o6-ccmnatekes - #9 507.28 
PE NIN as kedivncececcess cedensavcclaseneven 16,745.26 
Other sources............ ee. es 46,493.64 

Total ($912 per mile).............ccecseeseeceeees $237,853.20 
CI ccikinsccasdan chae on00cseianed werdic nie 44,740.01 
MaiutemanGS OF WAG... 5.00.5 aise cdicccccse: consesccece 29,001.35 
Motive power and rolling-stock ...........0 .-seeeessess 30,165.68 
GEO SEPGRBES, 2.00 -cccresccese ccercsvessccnce-+-seccee 27,803.01 

Total expeuses (55.37 per cent.)......... «++ +e $131,710.45 

Net earnings ($407 per mile) .... ......- ....,... $106,143.15 


For the full year ending Sept. 30 there were 5,583 trains 
run, their total mileage being 431,926 miles, or an average 
of 77.36 miles per train. 

The road is to be extended from Clifton Forge into West 
Virginia by the pinguar Extension Company. a separate 
organization under the same ownership. 





New York, Providence & Poston. 


This company owns a line from Providence, R. L., to Gro- 
ton, Coun., 6244 miles (50 miles double track), and the War- 
wick Bravch from Auburn to Oakland Beuch. 9% miles, 
72%¢ miles in all. It also works under cootract the Pontiac 
Branch and Pawtuxet Valley roads, from Auburn to Hope, 
11 miles. The report is for the year ending Sept. 3). 

The company owns a controlling interest in the Provi- 
di nce & Stoniugtcn Steamship Cumpany, whose boats run 
between Stonington, Providence and New York. 

The equi; ment cousists of 29 engines; 36 passenger avd 12 
baggege cars; 158 box and 133 flat cars; 56 coal and gravel 
cars; % steam fijrry boats, used between Groton and New 
London. The company also owns a share in 13 passenger, 
10 parlor, 2 postal and 9 baggage carsin the Shore Line, 
and in 13 passenger and 2% baggage cars on steamboat 
train. 

The general account is as follows : 


BE stink ane uhihnica. son s¥nr'van’ 300 000 scncces cee 
N05 sce pindemnne nebnhe padabe do. aicubs ie-kee 1,300,000.00 
SE EY ti cinss beh chavedeedsesebednenaanedes 24,619.41 
Ticih sdennaeiepubhdanade: wieladipeaientian $5,024,619.41 
ER AR He Rs SE A | $3,820,268.81 
Stock, Prov. & Ston. 8.8. Co.... ...... 01, 00 
“ Nariagansett lier R. R.......... 15,000.00 
“ A t.iver Branch............- 20.000.00 
IE on cnnnvs46+ustnxaandesa wee -. 136.359.14 
PIN th nndccky bbs sdacecdianedana 228,001.46 


— 5,024,619.41 


There is no change in stock or bonds. The funded debt 
consists of $1,000.U00 first-mortgage bonds on the line be- 
tween Providence and Stonington, and $300,000 on the ex- 
tension from Stonington to Groton. 

The traffic for the year was as follows: 











Train miles 18* 1-82, 1880-81. Inc.or Dec. P.c. 
Passenger... ......... 431,731 412,482 IL 19.249 4.7 
PBs t00s00020c00008 148,951 188,680 D. 39,729 21.0 
SE Gndendsaesgeusion 60,071 76,114 DW. 15,443 203 

Oe eT ere 641,353 677.276 D 35,923 53 
Passengers cariied.... 1,026,495 932,936 1. 93.559 10.0 
Passenger-miles.... ...23.636,502 22,862,36 I 974,466 43 
Tons freight carried... 394,631 351,628 I. 3,003 12.2 
eae 14,700,005 13,098,143 I. 1,C01,862 12.2 

Av. train load: 

Passengers, No........ 55 ee eee ey,” 
Freight, tons.......... 99 69 L 30 43.5 


Of the freight carried last year 250,913 tons were thr ugh 
and 143.718 | cal. There were 216.394 througb, 615,011 
local aud 195,09V season-ticket passengers. 

On the Pswtuxet Val'ey Brauch 116.934 passengers 
traveled 1,199,211 miles and 52,252 tons of freight were 
carried. 

The earnings for the year were as follows: 




















1881 82. 1880-81. Inc. or Dec. P.c.- 
ee $562,001 $522.764 J. $0237 7.5 
IN das bakdkoes vens : 43,808 365.072 I. 66.736 18.2 
Mail, etc........ banqeke 59,631 £7,503 I. 21.8 37 
Net, Pawtuxet Vy........ 11,210 11.379 DvD 160 «15 
Total............... $1,065,650 $057.718 I. $167.032 113 
Expenses......... » wank 690.571 6024.3 I 88,008 146 
Net earnings. ..... $375.079 $355.245 I. $19834 56 
Gross earn. per mile..... 14,724 13.233 I 1491 113 
Net sa = ie 5. 182 4908 I 274 5.6 
Per cent of exps......... 64.80 62.91 I SS ae 


The increase in both earnings and expenses was consider- 
able, leaving a fair gain in net earnings. 
e income account is as follows: 
Wet GRONENGR « s. . ts:5.-00500000-00 


Interest, balance of account... 
Dividends, 8 per cent........... 


Rees Gar GON ss oi50's coca. ace eevinses 
Less wharf, gas works, €tC.........0 6 ..sseeee ceeeeee 





ID ios k:c50:0:800 whe dabeanks seaepassued Ahaede $40.677.42 
ee i ee | Rr 187.414.04 
Goats ageete, Oct. 2, We eenssicnscs sc cccesascsce 228,091.46 


The report says: ‘‘No dividends have been received from 
the Steaanship Company, yet tbe gross income is larger than 
for any previous year in the history of the rcad, and is 
$107,932.69 in excess of last year. 

“The ordinary expenses of operating the road—including 
$5,228.33 for extraordinary—amount to $593,702.26, or 
55% per cept. of the receipts; and, in addition, a further 
sum of $96,868.65 bas been expended for new engines, 
new cars and real estate, and included in expenses. 

“Under the efficient supervision of the Superintendent 
and his subordinates, the exceptionally good condition of 
all your property bas been fully maintained; so that more 
than one million passengers have been transported, and a 
train mileage of nearly 650,000 miles bas been performed, 
without injury to any passenger, or accident of any kind, 
and without having bad a wheel off the track during the en- 
tire vear. 

“Five bundred tons of new steel rails have been laid on 
5% miles of track, 65,000 new ties put in, and about three- 
quarters of a mile of side track added to the main liane. Two 
thousand tons of steel rails are contracted for, to be celiv- 
ered this fail, wbich will complete the main line frem Provi- 
dence to New London with steel, except about 10 mules of 
single track. 

** The Engineer Department has completed the survey and 
estimates for extending the secoud track from Stonington 
to Mystic, which much needed improvement it is proposed 
to make during the coming year. 

** As was suggested in our last report would be done, a 
provisory charter for a bridge across the Toames River, at 
New Loudon, was obtained from the Connecticut Legisla- 
ture at its last session, and during the summer preliminery 
work, to determine the best location for the bridge and the 
approaches thereto, has been carried on, ana is still con- 
tinued. When completed, plans and estimates wiil be made, 
and the former, in accoruance with the terms of the cnar- 
ter, will be submitted to a board of government officers for 
their approval; after which, if obtained, the work of con- 
struction may commence. Any proposal, anywhere, to 
bridge a navigabie stream for railroad purposes is invaria- 
bly met by strong local ys Ayer whicn, however, is as 
invariably overcome, and the bridge fioally tuilt. In this 
particular case, the strength of the opposition bas centred 
on a fancied obsti uction to an incipient United States navy 
yard, situated some miles above, but it is not helieved that 
a board of intelligent naval officers will consider a draw 
with an opening oi 200 ft. or more insufficient to allow the 
ar 4 of tbe largest vessel ever likely to use it. 

“We regret to say that the bope expressed iv our last 
report of an improvement in the terminal facilities at Prov- 
idence has uot teen realized; but the appointment of @ 
comunission, composed of, well known ¢n i intelligent citizens, 
to devise some plan which shall meet the approval of the 
railroads and the public isa move in the at direction, 
and will, doubtless, bs successful in the near future. 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tok RamLRoaD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpriTtoR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men pructically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 





Advertisements.---We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, out it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage 








BALTIMORE & OHIO REPORT. 


In our issue of Nov. 24 we published an abstract 
of this report for the year ending with September last, 
which is the same fiscal year as that of the two New 
York trunk lines. So far as rates and crops and the 
condition of business were concerned, the three roads 
were thus exposed to the same influences, The year 
was one in which for three-fourths of the time west- 
bound through rates were hardly half as great as the 
year before ; for more than half the year east-bound 
through rates averaged probably less than half the 
rates of the previous year ; and for asomewhat shorter 
time through passenger rates were from one-third to 
three-fourths of the regular rates, And the traffic cf 
the whole year was greatly reduced by the bad crops 
of nearly all staplesin 1881. There was much less 
wheat and corn in the country to carry than for many 
years. On the other hand it was a year of great indus- 
trial activity. Iron works and other manufactories 
were very active, many new enterprises were estab- 
lished, and there was an unexampled amount of new 
construction of buildings and railroads, and production 
of lumber and coal, which made local traffic unusually 
heavy. 

So far as through business is concerned, it was prob- 
ably the most unprofitable year the trunk lines have 
ever had, except, perhaps, 1876-77, which was much 
like it, but with a much smaller through freight 
traffic, and a light local traffic. We should therefore 
expect to find the trunk lines affected about in pro- 
portion to their through traffic. Or, rather, the roads 
with heaviest through traffic should show large losses 
under that head, and those with large coal and iron 
traffic should show large gains. 

So far we have reports from the Erie and the Bal- 
timore & Ohio.* Both of these roads have avery heavy 
coal traffic; the Baltimore & Ohio has on its Pitts- 
burgh line also a heavy traffic to and from iron works. 
The Etie probably has more than double the Baltimore | 
& Ohio’s through freight traffic and probably more | 
than twice as much passenger traffic. On both of 
these roads, then, there was a growing profitable 
traffic to set against the unprofitable through traffic. 
On the Pennsylvania the coal and iron traffic is greater 
than on the other roads, and though its through 
traffic is probably two and a half times as great as 
the Baltimore & Ohio’s, we should expect its gains 
from the increase of other traffic to be greater in pro- 
portion thanon the other roads, so that though its 
losses by the railroad war were greater than those of 
the other two roads, its gains on other traffic at the 
same time would be so much greater than theirs, that 
in the aggregate it would suffer less than either, 





* The New York Central report is received since this was written. 





though as there was a very great expansion of the 
coal and local traffic on the Erie at the same time, 
we may easily be mistaken in this, and as it does not 
report for the year ending with September, we can- 
not asceriain exactly. The New York Central, hav- 
ing a much larger through traffic thanany other road, 
must have suffered most from the railroad war. It 
has also more ordinary local traffic, but has compara- 
tively a trifling coal and iron traffic, which was the 
traffic which grew fastest during the year under con- 
sideration. It is not probable that the industries 
which prevail on the line of the New York Central ex- 
panded as much as those which prevail on the Penn. 
sylvania, for instance, though there was great activi- 
ty in them. Therefore we should expect smaller gains 
from local traffic on this road to set against its larger 
losses from through traffic, and to find that its ac- 
counts do not compare as well with those of the 
previous year as those of the other trunk lines. 

But to return to the Baltimore & Ohio, its reports 
of traffic are so imperfect that we can hardly make 
any direct comparison of it with that of the other 
lines, and none at all of cost of doing it per ton or 
passenger per mile or per train mile. Nor can we with 
anything like accuracy compare its own traffic for 
different years. It gives only the quantities carried of 
certain principal freights, in which a ton counts for 
as much when hauled ten miles as when hauled the 
826 miles from Chicago to Baltimore. These quanti- 
ties for six years have been reported as follows: 











-—— Carried to Baltimore. ———-—. Live 
Wheat, Corn, All grain, L»mber, stock, 
bu ya ou. tons. tons. 

, 25°0,690 13.2¥0,714 19,879,861 538,720 111,920 
1877 9,365,233 10,164,285 2 639,664 41,270 132,462 
1878-79...... 745,581 18,267,498 10,065,559 29,622,695 409,724 121,431 
1: 79-80...... 598,992 16,479,300 8,510,4n8 23,992,696 54,530 165,154 
128:)-81...... 959,568 12,577,832 6,728,°87 20,529,858 79,0°38 115.885 
1831-82...... 6.7,038 6,556,814 561,719 8,343,249 95,266 80,284 


As the Baltimore & Ohio carries nearly all its east- 
bound through freight to Baltimore, this is a very sig- 
nificant statement. It appears that as a carrier of 
grain and flour it reached its maximum in 1878-79, and 
that there has been a continuous decline ever since. 
In the year named, it delivered at Baltimore flour and 
grain equivalent to 32,968,109 bushels; in 1879-80, 
28,658,160; in 1880-81, 24,647,914: last year, only 
11,074,911 bushels. 

The great decrease last year was chiefly due to the 
poor crops—poorer in the country from which the 
Baltimore & Ohio receives most of its grain than al- 
most anywhere else in the country—and also partly to 
the indisposition of this road to make efforts to obtain 
traffic at the rates less than cost which prevailed dur- 
ing the larger part of the time while last year’s crops 
were coming forward. The year, however, includes 
three months of this crop year, when there was an 
abundant wheat crop on this company’s lines. But 
the decrease in previous years cannot be accounted 
for in this way. The largest grain crops of the coun- 
try were in 1879 and 1880, carried chiefly in the fiscal 
years of this company ending with September in 1880 
and 1881. The aggregate receipts of the five Eastern 
Atlantic ports were 13 per cent. more in 1879 than in 
1878 and 3 per cent. more in 1880 than in 1879 ; the re- 
ceipts at New York were 7 per cent. more in 1879 than 
in 1878, and 34 per cent. more in 1880 than in 1879. 
But we must not hastily conclude that this decrease 
in deliveries by the Baltimore & Ohio Railroad de- 
notes the diversion of grain traffic from Baltimore. 
That has been the case in some years, but these 
changes have not been so great asin the Baltimore & 
Ohio deliveries. Thus for five successive calendar 
years the total Baltimore receipts of flour and grain 
have been, in bushels : 

1877. 1878. 1879. 1880. 1881. 
34,590,303 47,075,240 66,799,926 60,631,426 43,354,247 

As.these years end with December we cannot say 
just what the difference between the total Baltimore 
receipts and its receipts by the Baltimore & Ohio were. 
but it is very plain that Baltimore does not depend 
upon the Baltimore & Ohio alone for its grain receipts. 
On the whole, for years past it has received nearly as 
much by other routes as by this road, and chiefly by 
the Northern Central, whose importance as a carrier 
to Baltimore has greatly increased of late years, so 
that sometimes it brings more grain there than the 
Baltimore & Ohio itself. It will, we believe, be sur- 
prising to most to see how the latter company’s grain 
traffic has fallen off of late years, during some of 
which the total movement was exceptionally large. 
Last year, we see, it was but about half as large as in 
1876-77 even—the year of the great railroad war— 
and seventy per cent. less than in 1878-79. Corn re- 
ceipts by this road almost ceased last year. 

It is noticeable also that the live stock carried by 
this road last year was less than in any other of the 
six years, and the only traffic (in this table) showing 
an increase was lumber. 

A showing just the contrary of this is made by the re- 
port of the total through freight carried (east and west) 


and the coal tonnage, which are given as follows in 
tons : 





Main Main 
Stem, Stem, Pitts. Trans- 


Through. revenue. for Co. Div. Ohio. Total. 
1874-75....... Ae Sy VR BOO RO. cnncecgcd,.cesarecd. pragbectas 
1875-76....... 1,€¢98,°93 1,186,289 4 9,005 ...... acai 2,628,558 
1876-77....... 1,647,645 1,(69,5.4 270,89 1,188,198 293.493 2,871,9 9 
Cee, Se 1,149,499 1,1:9,357 352,689 1,863161 216.908 3,' 63,185 
1878-79....... 1,4 5.6 9 1213.2 2 382,792 1,536,687 15.76 3,377,017 
1879-8)... ...J,88),297 1,831,39) 4/3,2 6 1,421,256 8 2454 4,388,x76 
188)-S1...... -2,014,11) 1,756, 424,521 1,950,102 S78,9:7 4, : 9,627 
1881-82 -3,045,2-7 2,134,600 2866.6 2,447,749 678,041 5,647,016 


Thus notwithstanding the decrease in the specitied 
articles of traffic delivered at Baltimore last year, we 
see that the company reports an increase of 50 per 
cent., amounting to more than a million of tons, in 
‘*through merchandise east and west.” We do not 
see how this can be possible under any ordinary defi- 
nition of ‘‘through” freight. The grain and flour 
and lumber delivered at Baltimore. and the live stock, 
not all of which is through, amounted to about 
477,000 tons last year, against 879,000 tons the year 
before—a decrease of 402,000 tons. This includes by 
far the larger part of the east-bound through traffic. 
There was doubtless an increase in the west-bound 
through traffic, as on all roads that year, but the 
whole of this is comparatively small. The only im- 
portant traffic in which large gains are reported is 
coal, and very little of this can be through traffic in 
the ordinary acceptation of the term. If the ship- 
ments from the Cumberland mines to Baltimore and 
from the Connellsville mines to Pittsburgh are 
counted as through traffic, the gain can be accounted 
for; but in that case the comparisons of the tonnage 
of ‘‘through” traffic from year to year are worthless. 

The great growth of the coal traffic of the road is 
the feature of the year, and indeed of most recent 
years in the history of the company. This road car- 
ries bituminous coal and coke almost exclusively, and 
like the Pennsylvania it has profited greatly by the 
extraordinary growth of the iron industry of recent 
years and the more extended use of coke for smelting. 
On the Pittsburgh Division the coal and coke ship- 
ments last year were 234 per cent. more than the year 
before, and 80 per cent. more than in 1877-78, when 
the revival of the iron industry began. On the Trans- 
Ohio lines the increase over 1880-81 is no less than 80 
per cent., and the gain on the Main Stem in the same 
year is 214 per cent. Evidently it was the growth of 
local traffic and the activity in mining and manufac- 
turing industries that kept this road prosperous last 
year—that, indeed, offset a large decrease resulting 
from the great decrease in agricultural traffic and the 
sweeping reductions in through rates. 

So much for the traffic of the Baltimore & Ohio 
Railroad. We will now examine the course of its 
gross and net earnings and working expenses, which 
for the last nine years have been, for the whole sys- 
tem worked : 








Gross Net 

Year. Miles. earnings. Expenses, earnings. 
1873-74. ....... 1,166 $14.947,090 $9.461,651 $5,485.29 
1874-75.........1,314 14.444,239 9,908,665 4.535.074 
1875-76 15,031,236 9 609,857 5,421.79 
1876-77 13.208.860 8 226,055 4,9° 2,805 
1877-75 13 ,75,280 7,769 > 01 5,994,979 
187"-79.. 14,193,981 7,691,596 6,505,385 
1879-£0.. 18 317.740 10,330,770 7.986.570 
188U-81 18,463.877 11,90.479 7,073,398 
Ct. er 1,512 18,383,876 10,929,214 7,454,662 


Thus there was a decrease last year compared with 
the previous year of $80,001 (0.4 per cent.) in gross 
earnings, of $461,265 (4 per cent.) in working expen- 
ses, and an increase of $381,264 (5.4 per cent.) in net 
earnings. 

It is probably safe to conclude, in viewof the great 
increase in coal shipments, that the traffic last year 
was much larger than the year before, so that the 
average rates were much lower. The net earnings fell 


‘| off $913,000 (11.4 per cent.) from 1880 to 1881, and the 


partial recovery made lust year was due wholly toa 
reduction in working expenses. None of the elements 
of expenses were lower last year, but enormous ex- 
penditures had been made on the road for two years 
previous, and it probably did not require as much for 
maintenance as in those years. We see that there was 
an increase in expenses of $2,639,174 (34 per cent.) from 
1879 to 1880, and of $1,057,759 (103 per cent.) from 1880 
to 1881. After such an increase a decrease in the face 
of larger traffic and high prices may be quite practic- 
able. There was in this same year a very large increase 
in the expenses of the Pennsylvania Railroad, but a 
slight decrease on the Erie. Details of expenses are 
given only for the ‘‘Main Stem and Branches,” 
5904 miles out of the total of 1,512. By these 
we find that the saving over the previous year 
was in maintenance of rolling stock, the expenditures 
for which was $2,292,537 in 1880, $1,835,308 in 1881, 
and $1,565,019 in 1€82. And the chief part of this 
reduction has been by the decrease in the number of 
new freight cars built (to take the place of old ones), 
which was but 493 last year, against 1,261 in 1881 and 
1,690 in 1880. This alone is more than sufficient to 
account for the decrease of $236,747 in car mainte- 
nance. But though there may have been no need to 
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build more cars last year, because the old stock was 
all-sufficient, it remains true that the maintenance 
was not equal to the average of recent years. The 
company at the beginning of the year had 15,225 
freight cars. The renewal of but 493 of these in a 
year would be equal to the average wear only if the 
average life of a car were 32} years—probably two or 
three times the actual average life. 

The expenditures for maintenance of road and 
structures were but slightly (54 per cent.) less than in 
1881, and were nearly 80 per cent. more than in 1880. 

This company’s capital stock is so very small, in 
comparison with the property owned and controlled, 
that a small percentage of increase or decrease in net 
earnings may be equal to a respectable dividend on 
the stock. The $5,000,000 of preferred stock, limited 
to 6 per cent. dividends, has the character of a fixed 
charge; less than $150,000 pays 1 per cent. on the 
common stock. The reduction of $461,000 in working 
expenses last year was thus equal to 3 per cent. on the 
stock, and the surplus carried to credit of profit and 
loss for the year, after paying two 5 per cent. dividends, 
was more than 11 per cent. on the stock. A company 
which earned at the rate of 21 per cent. in that year 
of railroad war and bad crops must certainly be in a 
very strong position. 

The business of the year was such that the different 
lines of the system show quite different results com- 
pared with the previous year. There was a consider- 
able decrease on the *‘ Main Stem,” which is probably 
changeable to the through traffic, over-balancing the 
effect of the large increase in coal; there is a small de- 
crease also on the Chicago Division, whose traffic is 
mostly through. On the Central Ohio Division there 
was an increase of 38 per cent., on the Lake Erie 
Division an increase of 109 per cent., and on 
the Pittsburgh Division an increase of 87 per cent. in 
net earnings. The latter, which until very recently 
did not earn the interest on its debt, is now become one 
of the most profitable sections of the road, its net 
earnings per mile having been $8,863 last year, against 

7,750 on the Main Stem and Branches, and $7,137 on 
the Washington Branch. None of the other lines 
remotely approach these figures, the net earnings of 
the Centra! Ohio Division being $2,300 per mile, of the 
Lake Erie Division $2,028, of the Chicago Division 
$1,697, and of the Parkersburg Branch $1,025. The 
net earnings of the Chicago Division were about 
$12,000 more than the interest on the 5 per cent. bonds 
issued to pay for it. 

The aggregate net earnings of the 560 miles of the 
company’s Trans-Ohio lines were but $210,000 last 
year, an average of but $375 per mile. These lines, the 
Parkersburg Branch and the Pittsburgh Division have 
absorbed a very large portion of the $43,900,000 of 
‘“‘surplus” reported by the company. Of these only 
the Pittsburgh Division is largely profitable as yet, and 
it has but very recently become so. 











RECENT PASSENGER DECISIONS. 


Lawsuits for putting a person off the train have been 
numerous, and a few have arisen out of confining !hcm 
at a station; but we do not remember to have before 
met with a suit for abduction by arailroad train. Such 
a case has lately been decided in Pennsylvania. The 
plaintiff was a boy of about ten years of age. The 
story of the case was that a brakeman on a train 
which was carrying fruit detected a small party of 
boys in the heinous offense of ‘‘hooking” a few 
peaches from a crate in one of the cars. Assucha 
thing as a brakeman’s assuaging the pangs of hunger 
by a peach or apple from the freight in his charge is 
never known, this brakeman was gravely impressed 
with the enormity of the crime. He grabbed one of 
the culprits, tried him on the spot, sentenced him to 
solitary imprisonment, and—we now return to the 
more didactic law report—locked him in a 
closet in the caboose car. The train soon started, 
carrying the unlucky prisoner. His cries attracted 
the conductor's attention, who released him from the 
closet, and inquired into the case; but on being told 
the facts, so far sustained the brakeman’s act as to 
order that the boy should be carried to the next stop- 
ping place. That reached, he was set at liberty. He 
returned home, a distance of about five miles, running 
most of the way, and the alarm, confinement, over 
exertion and fatigue brought on a fit of sickness, from 
which he recovered only to find himself crippled for 
life. Suit was brought in his behalf against the two 
men individually. Little question seems to have been 
made that the trakeman was liable, but the claim to 
hold the conductor chargeable was contested. The 
jury found that in point of fact he ratified the brake- 
mnan’s course, and they awarded a verdict of $1,658 
against the two. The Court sustained this, intimating 
that the conductor should have marked his disapproval 





by stopping the train and allowing the boy to leave, on 
his discovery of the wrong. 

It will be observed that no attempt was made to 
charge the company. Such an action might probably 
have been successfully resisted on the ground that the 
misconduct was not committed in the discharge of 
duty, but was a mere private wrong. Yet the ten- 
dency of decision seems to be to render the liability of 
companies for wrongs done by their servants gradually 
more stringent ; and some courts might take the view 
that as the acts of the two men had been done in the 
line of protecting the goods in their charge from pil- 
ferers, and as they had used the company’s car, placed 
in their charge to earn a profit for the company, in 
perpetrating the wrong, the company should be held 
liable. On many roads judicious instructions as to 
what shall be done with petty thieves around a station 
would not be amiss. 

As an instance of a tendency to enlarge the liability 
of companies for torts of employés may be men- 
tioned a recent Illinois case, in which a passenger 
complained to the conductor as the train was approach- 
ing the station to which he was ticketed, that his watch 
had been stolen from his pocket during the ride. The 
conductor gave him leave to ride ‘‘ free” to the next 
station, to give opportunity for a search. During the 
search the passenger expressed an opinion that the 
brakeman had taken the watch, and the brakeman 
overhearing this retaliated by striking the passenger a 
severe and injurious blow over the head with his lan- 
tern. The passenger’s action against the company was 
defended on two grounds; that he had not the rights 
of a passenger because he was riding without paying 
fare; and that the brakeman was not acting in the 
discharge of any duty. But the Court said that under 
the circumstances the assent of the conductor to the 
man’s having a free ride was a waiver of fare, and left 
his rights as a passenger unimpaired ; and that one of 
those rights is to be carried uninjured by violence 
from employés or even fellow passengers. Companies 
are not liable for mere personal wrongs committed by 
employés upon strangers; but they are bound to pro- 
tect the passengers from such wrongs. 

Two decisions are noticed on the right of passengers 
to have reasonable information and time for leaving 
the train. In Indiana, a lady passenger riding on a 
ticket to Plymouth, and unacquainted with the road, 
asked the conductor when he took up her ticket, ‘Is 
the next stopping place Plymouth?” He answered : 
“Yes.” She accordingly left the car at the next stop; 
but found it to be a flag station several miles from 
Plymouth. The train had been stopped there unex- 
pectedly, and the conductor had neglected to notify 
her of the change. It was a cold, stormy night, there 
was no shelter near, and she suffered much from ex- 
posure and fatigue. The Court held that she was 
2ntitled to rely on the conductor’s statement as to the 
station, and she recovered $300 from the company. 
Theoretically it might well seem that the company 
had discharged its duty by carrying the passenger 
safely to his place of destination, and that the respon- 
sibility of knowlng where he wished to stop should be 
upon him. But the drift of opinion in the courts, 
founded more upon usage and the practical needs of 
the traveling public than on strict theory, is that the 
companies are bound, through their agents, to furnish 
reasonable information, and are liable for damages 
for gross errors or neglect in this regard. 

In a Massachusetts case the passenger was ticketed 
to a flag station; but there was a great crowd, the 
train was late, and only slowed at the station; and 
what with the crowd, and his haste, and the move- 
ment of the car, the passenger was thrown down and 
hurt. It is not ordinarily allowable to a passenger to 
jump from a running train at the company’s risk; but 
the Court held that if in this instance the passenger 
was misled by insufficient, injudicious arrangements, 
and came to injury by failure of the company to pro- 
vide him with a proper opportunity to leave the car, 
he could recover. 

In a Georgia case, as a crowded excursion train 
drew into Atlanta late one dark night, a resident of 
that city came to meet it for the purpose of escorting 
home his wife and child who were among the excur- 
sionists. The freight business was so heavy that night 
that the excursion train was kept waiting at a few rods’ 
distance from the depot platform while freight cars 
were unloading. Our Atlantan, instead of waiting at 
the platform for the cars to reach it, walked up the 
track to the excursion train, boarded one car, and 
searched through it for his family. They were not 
there, and he then attempted to alight. But in {the 
meantime the cars had been moved a little, bringing 
the steps over a deep culvert into which he fell. In 
the suit for his injuries the Court said that it is prob- 
ably sound law that a person going toor from the 
cars as an escort to a lady passenger has all the rights 








of a fare-paying passenger, in respect to getting 
aboard the cars and alighting, yet these rights do not 
extend to taking or leaving the cars at improper 
places. Passengers, and still more volunteer escorts, 
are not to be in a hurry, but are to wait until the cars 
are at the proper place and the usual signals are given 
that the time has come for them to step off. One who 
leaves the cars before the proper place is reached does 
so at his own risk. The rule is different, as was ex- 
plained in a late Missouri case, where a conductor or 
brakeman notifies passengers to leave at an unusual 
place. A passenger is not in fault who follows direc- 
tions given him by the persons in charge of the car. 

One stealing a ride is not entitled to passenger's 
rights, yet is not to be abused. This is illustrated by 
a New York decision in the case of a street boy who 
climbed upon the steps of a New York Central car fora 
ride, A brakeman kicked him off, while the car was run- 
ning, and he recovered damages against the company 
notwithstanding the objections that he was a tres- 
passer and that kicking him was outside the brakeman’s 
duty. The Court said that he might have been put 
off, but that it ought to have been done in a way to 
avoid doing him any unnecessary injury; that putting 
improper persons off the train is one of the duties of 
train hands, and the company is responsible for the 
manner in which they perform it. 

Somewhat connected with this general subject are 
two decisions upon rights of passengers who choose to 
ride upon the platforms of street railroad cars. In 
one of the cases the passenger rode upon the platform 
because he wished to smoke, and by the tacit permis- 
sion of conductor and driver; in the other the car ran 
off the track, and he in common with other passen 
gers got out at request of the driver, and was hurt 
while standing on the platform as the car started. In 
both cases the immediate cause of the casualty was 
unskillfulness of the driver, and the passenger was 
not in fault otherwise than that if he had not been 
upon the platform, but had been inside, he would not 
have suffered. In both cases the Court said in effect 
that riding upon the platform is not necessarily ‘‘con- 
tributive negligence ;” if the passenger is there by 
permission he is entitled to be carried with due care. 
In both cases the companies relied upon a notice 
posted in the car forbidding passengers to ‘‘ get on or 
off” by the front platform; but this sort of notice was 
declared to have no bearing on the question of the 
rightfulness of riding there; though if a person were 
hurt while getting on or off contrary to such a rule 
his injury would be pronounced “ his own fault.” 








Earnings and Expenses of Four Trunk Lines. 


The publication of the New York Central report to- 
day enables us to make a comparison of the gross and 
net earnings and working expenses of the four trunk 
lines for the vear erding withS: ptember. This is not 
the Pennsylvania’s fiscal year, but as it reports ex- 
penses as wellas earnings monthly, we are able to 
give these figures for it. For the fourroads they have 








been - 

N. Y. Central: 1881-82. 1880-81. Inc. or Dec. P.c 
Gross earnings...330,678.78L $°2338,396 D. $1,719,015 5.3 
Expenses......... 19,395,974 19,464,786 D. 68,812 0.4 
Net earnings.... ..$11,22.807 $12,883,610 D. $1,650,203 12.8 

Erie: 

Gross earnings.. $19.9°5.774 $20.715.605 D. $739,831 3.6 
Expenses...... .. 13.088,094  13.256,:30 D. 168.136 1.3 
Net earnings..... $5,887,680 $7,459,375 D. $571,645 7.7 

Pennsylvania : a 
Gross earnings. . .$47,132,793 $43,.884.698 I $3,°48095 7.4 
Expenses......... 29.509.669 26.°80,170 LL 5,°'29,490 12.3 
Net earnings... .. $17,623,133 $17,604,528 L $18,605 0.1 

Baltimore & Ohio: 

Gross earnings. .$18.383,876 $18,463.877 D. $£0,001 0.4 
Expenses. . 10,929,214 11,390,479 D. 461,265 41 
Net earnings..... $7,451,662 $7,077,308 I. B8l.64 «5.4 

The four lines: = 
Gross earnings. .$116,121,224 $115.412.576 L $708,648 06 
Expenses........  72.922.912 70,391,665 I. 2,531,277 3.6 
Net earnings. ..$13.198,282 $45,020,911 D. $1,822,629 4.0 


The percentages of increase or decrease on the several 
roads compare as follows: 


N.Y. Cen. Erie. Penna. B.& O. 
GeOGS COFM.....2+. vee - dD. 53 D.36 I. 74 D. 0.4 
EXPeMmees........ ..2.-00 DB 04 D113 Lies D.41 
Pick tcsskacesonns bis D.2S BF FBO Fee 


As was to be expected, and as we have said in re- 
viewing the Baltimore & Ohio report, the New York 
Central suffered most from the railroad war and the 
poor crops; the Pennsylvania next to it probably suf- 
fered most from these causes, but the other traffic on its 
lines was so active that this loss is not felt, and there is 
a large increase of gross earnings reported, which was 
prevented from being a large one in net earnings only 
by an extraordinary increase in working expenses. 

Indeed the Penns) lvania’s increase is so large that it 
more than balances the agzregate decreases of the 
other three roads, so that in the aggregate the four 
lines earned gross a little more last year than the year 
before. But itis the Pennsylvania’s enormous increase 
in expenses also which much more than neutralizes 











792 THE RAILROAD GAZETTE 








the aggregate decreases of the other roads. Only the 
New York Central and the Erie show any decrease in 
net earnings, and the Central’s was nearly three times 
as great as the Erie’s, which was almost wholly due to 
the growth of coal traffic on the Erie, we should say. 

From 1880 to 1881 the aggregates of these four trunk 
lines showed an increase of $4,867,136 (4.4 per cent.) 
in gross earnings, an increase of $7,179,135 (11.4 per 
cent.) in working expenses, and a decrease of $2,311,- 
999 in net earnings. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Atlantic @& Pacific.—Extended west to Chino Cajion, 
Ariz., 27 miles. 

Belleville & Carondelet.—Completed from Belleville, [1., 
west to East Carondelet, 17 miles. 

Denver & Rio Grande.—Track on the Utah Extension is 
extended from Grand Junction, Col., west to the Utah line, 
37 miles. Gauge, 3 ft. 

Northern Pacific.—Extended from Livingston, Mon., 
west 25 miles. The Fargo d& Southwestern Branch is ex- 
tended from Sheldon, Dak., northwest to Lisbon, 15 miles. 

Pittsburgh, Bradford & Buffalo.—Extended from Frost’s 
Mills, Pa., northeast to Sheffield Junction, 10 miles. Gauge, 
8 ft. 

St. Paul, Minneapolis d& Manitoba.—The Larimore 
Branch is extended from Larimore, Dak., northwest to 
Bartlett, 20 miles. 

This is atotal of 151 miles of new railroad, making 9,799 
miles thus far this year, against 7,808 miles reported at the 
corresponding time in 1881, 5,967 miles in 1880, 3,643 
miles in 1879, 2,263 miles in 1878, 2,919 miles in 1877, 
2.278 miles in 1876, 1,333 miles in 1875, 1,844 miles in 
1874, 3,630 miles in 1873, and 7,160 miles in 1872. 








MEASURES OF TRAFFIC IN ENGLAND Can hardly be said 
to exist, because their passenger mileage and tonnage mile- 
age are not reported, but only the numbers of passenger 
and of tons of freight carried, which are absolutely value- 
less of themselves as measures of traffic. It seems strange 
that among a people who, as the greatest of investors in 
railroads, have most frequent occasion to analyze railroad 
reports and inquire into railroad business there should be 
such a universal misapprehension of the true criterion of 
traffic that when the true measures are given they do not 
know how to use them. A striking instance is a letter 
signed ** An Atlantic Bondhbolder,” in a recent number of 
the London Railway News, which we give in full below: 

‘*T notice, in the report of Messrs. Allport and Swarbrick 
remarks to the effect that the Atlantic & Great Western, 
having no termini at New York or Chicago, does not possess 
the earning power of other railways having these advan- 
tages. Permit me to call your attention to the Pittsburgh, 
Fort Wayne & Chicago. This line, like the Atlantic, has 
no terminus at large towns, and, like it, is a mere link in the 
chain of communication. Compare, however, the results of 
the working of the two systems, as shown in the following 
figures, taken from ‘Paris National for 1881.’ The two 
roads traverse identically the same kind of country. The 
Atlantic carries 250,000 tons of freight more than the Fort 
Wayne, and receives for the work only about one-half of the 
receipts of the Fort Wayne for the smalier tonnage. There 
must surely be a ‘ nigger in the fence’ somewhere:” 


Pittsburgh, Fort Atlantic & Great 

Wayne. Western. 
eg Cee eer Pree 468 557 
Number of engines............ 278 209 
Number of passengers.... .... 2,596,000 1,323,000 
TORS OF THONG sc secces. b56 chun 3,865,000 4,125,000 
GROG DERE ik 5 cock cchnns dace 10,096,000 5,265,000 
Net receipts........ ... Sia aes 4,778,000 1,690,060 
Per cent. of working... ...... 5: 
ROMING GOOG. 0% 5 ..<5' vines so a0 6,782 4,643 


The figures given here are for the year 1880 and are sub- 
stantially correct. How little to the purpose they are and 
how utterly they fail to warrant the conclusion drawn, 
may be seen from these other figures, given in the same re- 
ports of these railroads : 


Fort Wayne. Atlantic. 
Passenger MMlSB.......ccccsccccace 104,287,000 56,035,000 
TOWING cai eracccsivcnces wacel 806.257,000 474,280.000 
Passenger train miles... ......... 1,824,000 1.395,000 
Freight train miles... ... ........ 6,462,000 5,300,000 

Average train load: 

ba. Ey See 57 40 
BUMR, 6 kid. Sha ckacke cate Weekes « 125 8916 


The *‘ Atlantic Bondholder” found that his road carried 6 
per cent. more tons of freight than the Fort Wayne, and 
thereupon said it bad a larger freight traffic. In fact we see 
that it had but 474 millions of ton-miles to the Fort Wayne’s 
806—not 6 per cent. more freight traffic, but 40 per cent. 
less. It never seemed to occnr to him that length of haul 
could have anything to do with the matter, but as, on the 
average, the Fort Wayne carried each ton of freight 286 
miles, and the Atlantic but_115, it made a vast deal of differ- 
ence, 

Then, the Atlantic traffic being local to so great an ex- 
tent, it had much smaller average loads, and with little 
more than half the Fort Wayne’s passenger traffic, it had 
more thau three-fourths of its passenger-train mileage, and 
with 40 per cent. less freight trafficit had but 22 per cent. 
less freight-train mileage. 

This particular Atlantic bondholder was, it is to be hoped, 
an exceptionally ignorant one as regards the geography of 
the roads he compares. The Fort Wayne, he says, ‘‘lize the 
Atlantic, has no terminus at large towns, and, like it, is a 
mere link in the chain of communication.” Evidently he 
does not know that the Fort Wayne roads has ove terminus 
in Pittsburgh and the other in Chicago, or else is ignorant 
of the fact that more freight is shipped and received at these 

two towns than at any others in America, west of the sea- 
board. , 

When it is known that it is with intelligence like that 





displayed in this letter that managers of American railroads 
largely owned in England have to deal, it will be ad- 
mitted, we think, that their lot is not always a happy one. 








CuicaGo Rait SHIPMENTS EASTWARD for the week end- 
ing Dec. 14 for four years, have been : 


1879. 1880. 1881. 1882. 
PPR SAPs ore 42,529 48,02 54,325 49,335 
Grain rate per 100.... 3: cts 30 cts. 12hcts. 30 cts, 


The shipments this year were thus 9 per cent. less than in 
the corresponding week of last year, but larger than in 
either of the other years. The earnings from these ship- 
ments must have been about at the rate of $218 this year to 
every $100 last year, $251 in 1880 and $200 in 1879. 

The shipments above reported for this year, inclnding all 
freight forwarded from Chicago to points as far east as the 
western terminus of the trunk lines (Buffalo, Pittsburgh, 
etc.), including freight billed from places west of Chicago, 
are somewhat less than those reported as billed at Chicago 
alone ; this may be due to the forwarding of some freights 
billed at the old rates and not included above. For seven 
successive weeks the shipments have been, in tons: 

-—s Week to—— --- _ 
Oct. 31. Nov. 7. Nov.14. Nov. 21. Nov.3t. D2c.7. Dee. 14. 
34,041 43,682 44,721 50.401 57,206 23,976 49,335 
The shipments here given for the first week of December, 
as was explained last week, included only those billed 
at the advanced rate of Dec. 1, and therefure none of the 
shipments from points west of Chicago biiled from point of 
shipment before Dec. 1. But the shipments here reported 
are less in the second week of December than in either the 
third or fourth weeks of November. This, it is true, is the 
ordinary course of things, that is, shipments usually fall off 
somewhat in December; but it is contrary to the reports of 
shipments billed at Chicago, which have been growing 
larger every week, 

Of the shipments for the week the Chicago & Grand 
Trunk carried 14.5 per cent. of the whole, the Michigan 
Central 26.1, the Lake Shore 22.7, the Fort Wayne 18, the 
Pan-handle 10.9, and the Baltimore & Ohio 7.8 per cent. 
Thus the two Vanderbilt roads together had 48.8 rer cent- 
of the whole, against 45!¢ in the pool, and the two Pennsyl- 
vania roads 28.9 per cent., against 3514 in the pool. The 
latter have considerably exceeded their percentage for some 
months. 

The total Chicago shipments in the month of November 
were distributed among the several roads as follows, to com- 
pare with which we give the percentage to which they are 
entitled under their agreement with each other, and for 
which they will finally receive payment: 








Mich. Lake Fort P.C. & 
Percentages: Cen. Shore. Wayne. St. L. B.&0O. 
Actual..... 15.1 25.2 18.1 17.5 as) 6.6 
Inu pool..... 11.0 2444 2144 254% lu 8 


The two Vanderbilt roads thus carried 44.3 per cent. of 
the whole in November, instead of the 4514 to which they 
were entitled, and the two Pennsylvania roads received 34 
per cent., while entitled to 3514. The Grand Trunk’s excess 
came about equally from the Vanderbilt roads, the Pennsyl- 
vania roads, and the Baltimore & Ohio. 

For the week ending Dec. 16 the shipments billed at Chi- 
cago (not including those from points west billed through 
Chicago) were 52,642 tons, against 43,889 tons in the cor- 
responding week of last year and 50,933 tons in the previous 
week of this year. These are among the largest shipments 
that have ever been made. Compared with last year, there 
is an increase of 5 per cent. in provisions, of 17 per cent. in 
grain, and of 40 per cent. in flour. The earnings from these 
shipments must have been about at the rate of $228 this 
year to every $100 last year—an increase of 188 per cent 

Though flour shipments are now unusually large the grain 
shipments still exceed them by 150 per cent., and the de- 
mand for new corn is likely to keep the grain shipments 
heavy for a considerable time, though this demand can be 
supplied now from places south of Chicago better than from 
Chicago. 








THe EFFECT OF THE St. PavuL RAILROAD WAR ON 
FREIGHT TRAFFIC we may now trace from the beginning to 
the end of the contest. Rates were restored on Thursday of 
last week, but doubtless little freight reached Chicago or Mil- 
waukee last week that was shipped at the advanced rates. 
The receipts of flour and wheat at Chicago.and Milwaukee 
for the week ending November 11 (one week before the war 
broke out), and for the four weeks of the war were: 

; Week to— 








e 


Flour, bbis.; D 


c.16.  Dec.9.  Dec.2. Nov.25. Nov.11. 

Chicago. ... 121,353 155,994 134,489 132.402 134,802 

Milwaukee.. 84,110 79,006 106,587 112,689 108,322 

, ee 205,463 235,000 244,376 245,091 243,124 
Wheat, bush.: 








Chicago. ... 417,919 442,477 416,410 549,536 840,121 
Milwaukee... 218,675 243,258 197,513 218,642 204,157 
Both...... 636,594 685,735 648,928 763,178 1,044,278 
Flourand 

wheat at 

both ple’s, 

Sh cacsten 1,561,177 1,743,235 1,708,620 1,871,087 2,138,336 


Throughout the last week negotiations were going on that 
resulted in the restoration of rates, and this was every where 
known, and should, it seems, have led holders of grain and 
flour to forward as much as possible. But actually we see 
that the flour receipts at the Lake Michigan ports were con- 
siderably less thay in any previous week, and the wheat re- 
ceipts less than in any previous week exceptone. Taking 
flour ayd wheat together, the receipts were smallest in the 
last week of the war, smaller in every week during the war 
than in the week before the war, and in the last week no 
less than 27 per cent. less than in that week before the 
war. 

So far as these figures go, therefore, there is no sign that 





. traffic was stimulated by the low rates. It is, however, 
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entirely possible that there would have been a greater fall- 
ing off in receipts if it had not been for the low rates of the 
war, and that these rates did make the skipments larger 
than if the old rates had been maintained. I? so, we sbal] 
see a considerable decrease in the receipts during the cur- 
rent week—the first in which the flour and wheat from the 
points affected by the war paid the restored rates. We 
should naturally expect the accumulated stocks to be greatly 
reduced during the war, so that even with the same disposi- 
tion to ship less woule go forward, because there would be 
less in store to ship. 


THE New YORK CENTRAL & Hupson RIVER REPORT we 
receive so very little time before going to press that we are 
unable now to prisent it with our usual comparisons, etc., to 
say nothing cf analyzing it. The net results are the poorest 
the consolidated company has ever shown, the surplus 
over fixed charges lacking $1,400,0C0 of the 8 per cent. 
di vidend paid. That is, the profits per share of stock were 
but $6.42 per share of stock, against $8.22 in 1880-81 and 
$11.82 in 1879-S0--the most prosperous year in the com- 
pany’s histor y. 

Considering the ruinous rates of last vear, and the great 
falling off in agricultural freight, the wonder is not that the 
profits were so small, but that they were so large. 

The report shows an increase in passenger traffic from 
374 to 434 millions of passenger miles (16 per cent.), and an 
increase of $358,000 (10% per cent.) in passenger earnings, 
but a decrease from 2,647 to 2,421 millions of ton miles 
(814 per cent.) in freight traffic, and of $3,064,500 (1314 per 
cent.) in freight earnings. 

It is plainly evident, then, that there would have been g 
decrease of earnings had there been no railroad war, as in 
spite of the low rates of that war, which diverted much 
traffic from the canal, the freight traffic was much smaller. 
But also, doubtless, had there been no railroad war the net 
earnings of the company would not have been reduced by 
anything like as much as $1,650,000, which was the actua) 
decreuse from the previous year. 

The company’s capital is increased $5,000,000, by the 
issue of that amount of bonds, which sold for $6,599,000, 

or at a premium of 31.8 per cent. Agaiust this increase of 

capital we have the following | rincipal additions to ass: ts: 
$2,666,700 for new construction, $589,900 additional in- 
vestment in Merchants’ Dispateh, $589,700 invested in 
Morris River Canal Co., anincrease of $472,000 in the stocks 
of supplies, of $795,000 in the cash on band and of $158,000 
in the amount due from the government—all reasonable ad- 
ditions to the company’s property. 

The most encouraging feature of the report is the note at 
the close, which says that the gross earnings for the three 
months since the close of the year reported oa—that 1s, the 

last quarter of the calendar year—are about $1,200,000 

more than last year. 


THE DIVERSION OF BUSINESS FROM NEW YORK BY THE 
FREIGHT-HANDLERS’ STRIKE has been represented as some- 
thing tremendous by those who brought action against the 
railroads, one estimate making the loss to the merchants not 
less than $6,000,000, chiefly by loss of orders which were 
sent to other cities because they could not be filled promptly 
at New York. 

If trade was diverted from New York in June and July, 
it must have been diverted to Boston, Philadelphia or Balti- 
more, or all of them, and as records are kept of the ship- 
ments from all these cities, we should expect to find evi- 
dence of this diversion in these records. Of the total ship- 
ments from these four sea-board cities, from which this 
country obtains its chief supplies of merchandise, New York 
should have bad a smaller proportion than usual. In fact, 
we learn that New York’s percentage of the total shipments 
of the four cities in June and July for four years has been: 


1879. 1880. 1881. 1882. 
OO Ss ankadans nine ndsas sien - 514 52% 5414 564% 
|) ORR Rena ese eee 46 52% 4814 5434 


Thus, instead of having a smaller share of the shipments 
in the months of the strike than in corresponding months of 
previous years, New York had a larger one. However 
much it may have suffered by the strike, the other towns 
did not gain by it, doing then worse than usual and not 
better. 

Shipments were light at New York in July ; but they 
were light also everywhere else. Compared with July in 1881 
there was, however, an increase (9 per cent.) at New York» 
while at the other three ports there was a decrease, in the 
aggregage, of 16 per cent. In June theshipments from New 
York were no less than 5114 per cent. more this year than 
last; the shipments of the other three ports were 38 per 
cent. greater. In spite of the strike then New York gained 
more than the other ports in June, and gained while they 
lost in July. 








THE DELAWARE, LACKAWANNA & WESTERN RAILROAD 
has begun to carry freight between New York and Buffalo, 
thus adding one to the number of Eastern trunk lines. It is 
not yet as fully prepared todo business to all Wescern po nts 
as it hopes to be hereafter, its main counection at Buffalo 
now being the Grand Trunk. There have been reports that 
the maintenance of west-bound rates is threatened by the 
competition of this road. This is very improbable, how- 
ever. Very likely, like nearly every other new road, this 
one will carry at something less than the regular rates if ne- 
cessary in order to secure a beginning of business; but that 
is expected, and is not likely to cause trouble. All the lines 
know that the new road is bound to have some of the trafiic, 
and that at first it will not easily get any without making 
it for the advantage of the shipper to take bis patronage, 





or part of it, from the road which has heretofore had it, and 
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try the new one. But the Lackawanna is less likely than 
most roads, perhaps, to carry at nuprofitable rates, and 
when it has made itself known among shippers and secured 
sufficient Western connections, we may expect it to apply 
for a regular share of the New York business in the pool. 


THE EAST-BOUND FREIGHT MOVEMENT FROM THE SEA- 
BOARD, which is perhaps a better measure of the prosperity 
of the country—of its ability and disposition to purchase— 
than anything else, has, we are informed, been larger since 
rates were advanced July 1 than inany other year except 
last, when the low rates gave the railroads nearly all the 
shipments which ordinarily go by canal'and by the more in- 
direct rail routes. And the decrease from last year even has 
not been great. Compared with 1880, when this traffic wes 
more proftable than in any other year, the sbipments from 
New York for the five months July to November, inc‘usive, 
were about one-sixth greater this year. There was a consid- 
erable falling off from October to November, an advance in 
rates having been made Nov. 1, but there was a decrease al- 
most equally great from October to November last year, 
when there was rochange inrates. The total west-bound 
shipments of the year have been much greater than ever be- 
fore, but in the first half of the year they were made at the 
very low rates of the railroad war. 








Mrs. J. EpGar THomson, widow of the late eminent 
President of the Pennsylvania Railroad Company, last 
week provided, out of her private means, for a home for 
orphans of Penusylvania employés. Mr. Thomson bad dur- 
ing his life indicated that he hoped to found such an institu- 
tion, but he made no provision for itin his will. This un- 
fulfilied hope, or, at most, unexecuted intention of the dead 
President, thus becomes a reality by the generosity of his 
widow, who after bis death makes his charity alive again. 





Historical Development of the Organization of the 
Pennsylvania Railroad. 


I. 


ORGANIZATION OF 1882. 

The President is Chairman of the Board, which is divided 
into the following standing committees, namely: On Fir 
nancc, On the Road, On Real Estate, On Incidental Busi- 
ness, On Supplies, On Insurance; of each of which the 
President (and any Vice-President who attends) is ex officio 
a member, 

The adminvistrative duties of the road, its branches, and 
as involving connecting roads, are distributed as follows: 
the General Office, the Transportation Department, Sup- 
ply Department, Real Estate Department, accounting De- 
partment, ‘reasury Department, Legal Department, and 
agencies for special objects. 

General Office.—The President has general direction and 
supervision of all departments, and is aided by an Assist- 
ant to the President. 

The First Vice-President bas general supervision of all 
matters pertaining to the financial condition of the com- 
pany, and is charged with general supervision of the 
Treasurer’s and the Controller’s Departments. The nomi- 
nations of clerks in these departments are coufirmed by 
him, and he may at any time direct the discharge cf any 
officer in them, if, ia his judgment, required by the inter- 
ests of the company. In the absence of the President he acts 
as President. 

The Second Vice-President has, through the General 
Manager, general supervision of the Transportation Depart- 
ment, and through the Passenger and Freight Agents and 
the Empire Line the control of rates. 

- He has special charge of those relations with competing 
companies and connecting lines associated with the per- 
formance of this duty. 

He exercises special supervision over receipts and dis- 
bursements of lines owned, operated, or controlled by the 
company, east of Pittsburgh and Erie ; and he aids the Presi- 
dent in all matters relating to roads in which the company 
holds an interest. 

The Third Vice-President has general charge of con- 
struction and of the promotion and construction of all new 
lines in which the company may become interested ; plans, 
estimates and contracts foi such work being submitted by 
him t» the President. 

The Fourth Vice-l’resident exercises special supervisfon 
over the receipts and the disbursements, and assists the 
President in matters connected with the operation and the 
management of those railroads west of Pittsburgh directly 
or indirectly controlled by the company. 

The Assistant to the President gives attention to the cor- 
porate organizations of branch lines in New Jersey and to 
duties in connection with the local interests of the company 
witbinthe city of Philadelphia. 

The Treasurer keeps the accounts of all funds that may 
pass into his hands, and has charge of funds deposited in 
banks or other places of deposit designated by the Board. 
He signs all, checks, or delegates this duty to the Assist- 
ant Treasurer, pays all vouchers which hzve been duly cer- 
tified to and approved for payment by the Controller, or 
such other officer of the Controller’s department as the 
President or the Board may have designated, having been 








cancels certificates and registers all certificates of stock, and 
signs all bills of the general eapense account which have 
been duly approved, and the general expense pay rolls. He 
has custody of the originals of all contract3, agreements, and 
of all other valuable papers. He has charge of the general 
office buildings, repairs, purchases, and employés necessary 
thereto, except the Treasurer’s bank messengers. He is 
aided by the Assistant Secretary. 

Transportation Department.—The General Manager is 
in charge. He has authority (with the approval of the Presi- 
dent) to order, through the Supply Department, machinery 
and tools for the shops, materials for repairs of rolling and 
floating stock, machinery and roadway, and for all other 
purposes of his department, special contracts requiring the 
sanction of the President or the Board. 

Witb the assent of the President, he nominates for con- 
firmation by the Board suitable persons for the offices of his 
department, including station agents of the road and its 
connections, and may direct the removal or suspension of 
the same at his discretion, or upon order of the President; 
but he shall in all cases report to the Board the reason for 
such dismissals. 

He defines in detail the duties of all subordinate officers 
and agents in his departments, subject to the approval of 
the President. He keeps the President and Buard fully 
advised of all the occurrences and transactions of impor- 
tance in connection with his department, and advises the 
vice-presidents of all matters affecting their respective de- 
partments, 

The General Manager is assisted by a Chief Engineer, a 
General Superintendent of Motive Power, and a Superina- 
tendent of Transportation, who may be said to form bis 
staff. The roads and canals owned and operated by the 
company are divided into three principal divisions, each in 
charge of a General Superintendent, reporting to the 
General Manuger. 

The Pennsylvauia Railroad Division consists of the Main 
Line ard branches from Philadelphia to Pittsburgh. 

The United Railroads of New Jersey Division consists of 
leased and operated roads in New Jersey, including the 
Philadelphia & Trenton Railroad, the Connecting Railway 
and branches, the Ferry and the Delaware & Raritan Canal. 

The Philadelphia & Erie Division consists of the Phila- 
delphia & Erie Railroad, leased lines and branches. 

The Chief Engineer acts as assistant to the General 
Manager in matters connected with maintenance of way so 
far as standards and new construction are concerned. 

Under the General Manager, he has the direction of con- 
struction work and charge of a corps of constructing 
engineers. 

He is assisted by an Engineer of Bridges, and who has 
also the special duty to make periodical examiuations of all 
the bridges on the several roads, reporting their condition 
through the Chief Engineer, to the General Manager and 
the respective general superintendents. 

The Chief Engineer as a matter of custom has charge of 
the purchase of ties for the divisions of the roads which are 
deficient in wooded country, and the distribution of ties 
between the several divisions, acting as regards mainten- 
ance of way materials as does the General Superintendent 
of Motive Power in regard to shop materials. 


The General Superintendent of Motive Power has super- 
vision and control of the standards of the Motive Power 
Department, He keeps record of the numbers and condi- 
tions of the locomotives, cars, floating equipment and ma- 
chinery owned by the company upon its own road and upon 
leased and controlled lines, the general superintendents re- 
porting to him such facts as he may require for this pur- 
pose. 

He has charge of tests and experiments of the record of 
all patents owned or purchased by the company, and the 
dissemination of information concerning the rights of the 
company therein. It is bisduty to make such suggestions to 
the respective general superintendents as he may deem neces- 
sary for the efficiency and the economy of the service. 

By its relations to the shops at Altoona, the office of 
Superintendent of Motive Power for the Pennsylvania Rail- 
road Division becomes the most important one of the road, 
having supervision over standard forms of construction in 
the shops of several divisions and roads, distribution of 
material to these and a certain oversight over their accounts: 
A general superintendency of motive power for the system 
was in fact already developed before the formal establish- 
ment of the office (1882). 

The Superintendent of Motive Power for each division has 

immediate relations with the heads of tbe shops, and re- 
ains the details of distribution of materials and of super- 
vision over shop accounts of the division. These accounts 
on each division of the road are now reported to a chief 
clerk of accounts.. The General Superintendent of Motive 
Power has charge of tests, of the drawing rooms and offices 
of the Mechanical Engineer, and retains a Motive Power 
Chief Clerk, who, however, no louger receives detailed 
reports. 

There are meetings of superintendents of motive power at 
his office, which replace in some measure formal reports. 


The Superintendent of Transportation has charge of the 
distribution of the car equipment ; be keeps record of all 


examined and registered by the Auditor of Disbursements | cars belonging to the company, and an account of the 


or bis Assistant, whose approval is eudorsed thereon. 


Ex- | amouuts due to it forthe use of its cars on foreign roads 


penditures for dividends and interest, and other expendi- | and due to foreign roads for the use of their cars on the 
tures directed by the Board, do not require this endorsement, | roads of the company, and the settlement of such accounts. 


The Treasurer has authority, subject to upproval of the 
President or the First Vice-President, to appoint a Cashier 
of the Empire Live, and such bockkeepers, clerks and bank 
messengers as are necessary for his department. 

The Secretary keeps record of proceedings of. the Board, 


It is his duty tosee that the cars of the company perform 
the fullest possible service both as to loading and continuous 
use. 

The General Superintendents are responsible for the 


; Maintenance of track, for the proper discipline of em- 
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ployés, for the safe and economical movement of freight 
and passenger traffic, and for the maintenance of efficient 
service on their respective divisions. 

They nominate to the General Manager, for submission by 
him to the Board, proper persons for the various offices on 
their divisions, including station agencies. They have 
charge of the company’s real estate and personal property 
on their respective divisions, including shops, depots and 
other buildings, motive power, rolling and floating stock, 
etc. 

Each General Superintendent is assisted by a Super'n- 
tendent of Motive Power and an Engineer of Maintenance 
of Way. " 

Practically the duties, or atleast those more important to 
the company, of the General Superintendent, are constant 
supervision rather than independent direction. They 
strengthen the organization and form an available corps of 
experienced general] officers from which the highest positions 
of the company are filled. 

One quaiity of the Pennsylvania Railroad Company as an 
organization is strength, that is to say, such a division of 
duty and responsibility as enables it to use the ability of alj 
its officers without dependence upon any one of them, Every 
part of the organization exhibits aa intelligence in its prac- 
tical working out which comes, and can come, only from 
the untrammeled activity of a number of minds. This is 
the secret of that perfection and thoroughness of detail 
every where sLown in the operations of the road. 

We have spoken of its third President, J. Edgar Thomson, 
as the organizer cf the company; this we have inferred 

om the study of certain facts; but while this may be true 
as regards that informal part of the organization which is 
felt rather than anywhere clearly defined, we must regard 
the formal organization of the road as due to the activity of 
many judgments influenced by practical experience, not 
only in several departments, but in the working together of 
these as an association. What muy be called the policy of 
the road as regards all of its officers (to which we have al- 
ready referred) has resulted in its present organization; this 
has not been the creation of any one, two, or even of few 
minds. 

Superintendents of Motive Power have charge of the 
machine and car shops and of the maintenance and repair of 
locomotives, cars, floating stock, ete , on their divisions. 

Each is assisted in the machine shop by a Master Mechanic 
and in each car shop by a Foreman of Car Repairs, but 
orders referring to shop discipline, increase or decrease of 
force, changes in rates of wages, are transmitted through 
the Division Superintendent. 

Engineers of Maintenance of Way have their duties de- 
fined by their title. 

THE PENNSYLVANIA RAILROAD DIVISION. 
- There are ten subdivisions, each in charge of a Division 
Superintendent. 

The Philadelphia Division extends from Philadelphia to 
Harrisburg, including the East Brandywine & Waynes- 
burg Railroad, the West Chester Branch and the Pomeroy 
& State Line Railroad. 

The Middle Division extends from Harrisburg to Al- 
toona. 

The Pittsburgh Division extends from Altoona to Pitts- 
burgh, including the Ebensburg & Cresson Railroad and the 
Southwest Pennsylvania Railway. 

The Bald Eagle Valley Railroad, the Tyrone & Clearfield 
Railway, the Lewisburg & Tyrone Railroad, and the Tyrone 
Branch constitute the Tyrone Division. 

The Western Pennsylvania Railroad, its branch to Alle- 
gheny City, and the Indiana Branch, constitute the West 
Pennsylvania Division. 

The Mifflin & Centre County Railroad, and the Sunbury 
& Lewistown Railway constitute the Lewistown Division. 

The Bedford & Bridgeport Railroad constitutes the Bed- 
ford Division. 

The Columbia & Port Deposit Railroad, the Columbia 
Bridge, the branch to York, the Hanover & York, the Lit- 
tlestown and the Frederick & Pennsylvania Live railroads 
constitute the Frederick Division. 

The Pittsburgh, Virginia & Charleston Railway,-and the 
Port Perry Branch constitute the Monongahela Division. 

The Altoona yard and the Hollidaysburg & Morrison’s 
Cove, the Newry, the Williamsburg, and the Springfield 
branches constitute the Altoona Division. 


UNITED RAILROADS OF NEW JERSEY DIVISION. 


There are three sub-divisions. 

The New York Division, extending from Philadelphia to 
Jersey City, and including the Frankford & Holmesburg 
Branch, the Princeton Branch, the Rocky Hill & Kingston 
Branch, the Millstone & New Brunswick Branch, and the 
Perth Amboy Branch, and a'so the ferry and transfer facili- 
ties connected therewith. 

The Amboy Division, extending from Amboy to Cam- 
den, including the Pemberton & Highstown Railroad, the 
Camden & Burlington County Railroad, the Vincentown 
and Medford branches, the Burlington & Mount Holly Rail- 
road, the Philadelphia & Long Branch Railway, the Colum- 
bus, Kinkora & Springfield Railroad, the Freehold & James- 
burg Agricultural Railroad, the Pemberton & Sea Shore 
Railroad, and the branches extending from Bordentown to 
Trenton, avd from Jamesburg to Monmouth Junction, and 
including also the boats engaged in the transportation of 
freight and passengers connected therewith. 

The Belvidere Division, inciudivg the Belvidere Delaware 
Railroad, the Flemington Railroad and the Delaware & Rar- 
itan Canal. 

THE PHILADELPHIA & ERIE RAILROAD DIVISION. 
Is in four sub-divisions : 
The Eastern Division, extending from Sunbury to Renovo, 
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including such roads as may be operated in connection there- 
witb. 

The Middle Division, extending from Renovo to Kane, 

The Western Division, extending from Kane to Erie. 

The Sunbury Division, extending from Sunbury to Tom- 
hicken, 

Division Superintendents exercise all the powers of the 
general superintendents necessary for the proper manage- 
ment of their divisions, and are responsible for the mainte- 
nance of track, the safe movement of trains and the proper 
transaction of business thereon. 

In the sense of subordinate activity the division superin- 
tendent is an ac ive executive officer; the General Superin- 
tendent a supervisory officer—at least so we infer. 

This distinction is noted in order to show the practical 
workiug out of the organization. 

The Pennsylvania Railroad Company, it should be clearly 
understood, is not merely an organization in form, but in 
fact: requiring supervision rather than constant direction 
and juterference as regards all subordinate operations, 

Necessarily. many duties and offices are not clearly de- 
fined as to their limits, but here the informil part—i. e., the 
customs and traditionary spirit of the organization—makes 
up for definite limitations. 

Our meaning may be illustrated by the remarks of a 
gentieman now high in office in the road to a youthful sub- 
ordmate : 

“Young man, you will discover that J can do very little 
on this road, but we can accomplish almost everything.” 

Assistant kngineers.—Each Division Superintendent has 
assigned to his division an Assistant Engineer in special 
charge of the maintenance of the road-bed, culverts, 
bridges, track and buildings, and of matters pertaining to 
the maintenance of way, and who acts under his direction 
and is responsil.le to him for the performance cf these duties 
and for the condition of the road. 

It will be observed that there has been a radical change of 
principle in this respect since the first organization of the 
road, This change p-obably began with the organization of 
1862, but when formally made we are not able to state. 

it will be observed that the Pennsylvania Railroad Com- 
pany is organized both by departments and territorily. 

This system has grown out of the experience of many years, 
and at times has left the limits of some offices quite unde” 
fined. The organization of the present year, however, does 
away with this indefiniteness, 

The present working corps may be likened to an army, 
with a President as Commanler-in-Chief, a Lieutenant- 
General (or Secretary of War, if the comparison be pre- 
ferred), a General in the field commanding, major-generals 
of divisions, brigadier generals of brigades, and colonels of 
regiments, each of these officers having a personal staff. 
The various officers of staff have relations one to another 
not fouad in an army. The organization cannot be said to be 
military, except as regards a certain form. In fact, it can 
not be likened with exactness to any other type of organ- 
ization. Its esprit de corps separates it from other organ- 
izations. There is a freedom for suggestion and mutual con- 
sultation and for independence of action not found in an 
army; and which did it not exist in a railroad organization 
would result ina species of ‘‘red tape,” destructive to all 
proper conduct of business. Nevertheless, as is well known, 
the Pennsylvania Railroad possesses a uniformity of meth- 
ods and a discipline in operation which makes it in fact as 
well as in form, onall its various branches, one united sys 
tem of control and of standard forms, both in its machines 
and in its operations. 

THE FREIGHT AND PASSENGER DEPARTMENTS. 

These remarks may be illustrated by the methods in which 
rates are fixed aud maintained. (We prefer the preposition 
‘‘in” as indicating the fixed facts of organization rathe 
than the direct control by individual will.) The staff of the 
Second Vice-President, as regards rates, may be considered 
to be the General Passenger Agent and General Freight 
Agent The general supervision of the President always 
understood, this part or committee of the organization fix 
the rates. S aticn and foreign agents receive instructions 
in »ll matters per‘ainiag to the receiving and forwarding 
of freights from the Goneral Freight Agent. The station 
agents, however, belong to the General Manager’s depart- 
ment, The Auditorof Freight Receipts is an officer of the 
Accounting Department under the Comptroller and First 
Vice-President; but the maintenance of rates by the local 
agent depends upon his action through the General 
Manager. 

We shall not in this place enter upon a detailed descrip- 
tion of the admirable method of freight and passenger 
accounts. 








THE SCRAP HEAP. 


Car Notes. 


A statement has been going around that the Peninsular 
Car Works at Adrian built 2.000 curs this year. We are 
informed that the Peninsular Car Works have built in 1882, 
at the Adrian and D-troit shops, 5,500 cars in all. 

Trial bas recently been made of an improved stock car 
isvented by Ei Kohler, of York, Pa. A sample car buil: 
for Mr. Kobier is 42 ft. long and 8 ft. wide ; it is divided 
iuto 16 sta ls, each fitted with cast-iron feed and water 
troughs, su; p.ied from reservoirs on top of the car. The 
stalls are divided by canvas partitions, which can be rolled 
up out of the way. <A second floor is provided, which can 
be raised tomake a double-deck car for sheep. A recent 
trip from Caicago is said to have been very successful. 

The Lehigh C uw-Wheel & Axie Works of McKee & Fuller 
are waking 10 box curs a cay. 

The Barney & Smith Manufacturing Co., Dayton, O., is 
buildiag some beautiful drawing room cars tor the New York 
& Bos on Shore line, and sleepers for the St. Paul, Minne 
apolis & Manitob: and Wisconsin Central roads. Tie Wis- 
cunsia Central cars have solid mahogany finish inside. The 





company is also building a number of freight cars for the 
Sc. Paul, Minneapolis & Munisoba, the Milwaukee, Lake 
Shore & Western, and otber roads. 

The Lacovia Car Co,, at Laconia, N. H., is building some 
passenger cars for the Atchison, Topeka & Santa Fe road. 
Bridge Notes. 

Clarke, Reeves & Co., of the Phoenixville Bridge Works, 
are buildiog several bridges for the New York, West Shore 
& Buffalo, and an iron bridge 900 tt. long, with a draw- 
span of 83U0 ft., over the Yuzoo River in Mississippi. They 
have a taken a contract for several br’ dges on the new Phos- 
nixville Branch of the Pennsyivania Railroad. 

Bust & Coolidge, of Chicago, are building for the Texas & 
St. Louis road a bridge over the Arkansas River at Rob 
Roy. The bridge is 1,577 ft. jong, baving a draw-sp+n of 
BdS ft., five fixed spans of 200 ft. each, and two of 100 ft. 
each. Inarecent issue the length of draw-span was stated 
at 850 ft., which was obviously a misprint. Mr. C. D. Pur- 
don is Engineer in charge of the bridge. 

‘he Keystone Bridge Co., of Pittsburgh, has taken the 
contract for a steel biidge of 146 ft. span over Turtle Creek 
near Port Perry, Pa., for the new Piusburgh, McKeesport 
& Youzghioghevy road. 

Iron and Manufacturing Notes. 


The telegraph key invented by Mr. E. G Stevens, Chief 
Operator in the General Manager’s office of the New York, 
Penn-ylvania & Obio road at Cleveland, is being introduced 
by L. G. Tillotson & Co., of New York. It is clammed that 
this isa very easy working key, being free from the unyi-ld- 
ing jar of most keys in use, 

The iron production of the works of the Colorado Coal & 
Iron Company in November was 2.204 tons of pig-iron, 
4.295 kegs of nails and 422 kegs of spikes. The steel pro 
duction reported is 2,043 tons of ingots, 2,17% 
tons of blooms and 2,185 tons of rails. Tae company 
has issued a map showing the location and railroad 
connections of its works anl also. in a very striking 
way, what may be called their isolated position. To the 
eastward the nearest blast furnace is in the central part of 
Missuuri, and the nearest steel works in St. Louis. To the 
west and northwest there is nothing except a small charcoal! 
furnace in California and another in Oregon. 

The Variety Iron Works, iu York, Pa., are making the 
cast-iron work for the station of the Brooklyn Bridge ou 
the New York side. 

The Miller Forge & Iron Co., limited, is now operating 
the new works at Rankin Station, near Pittsvurgh, as well 
as the old shops in the city. 

Edith Furnace, iv Pittsburgh, owned by the Manchester 
Iron & Steel Co., went into blast last week. The furnace is 
16 ft. bosh and 75 ft. bigh, and has all the latest improve- 
ments, 

The Stroudsburg (Pa.) Jeffersonian says of the works 
of the Tanite Co. in thas tovn: “The nev store- 
house, 24 by 40 ft. two stories and an attic. which became a 
necessity witb the rapidly increasing amount of work | urned 
out, isnow thoroughly finished. The company have also 
just built a new casting shed 16 by 30, one story high. They 
have also just completed the extension of the boiler shed, 
adding 19 ft. to the orig. nal one, which is now 5) ft. long. 
They have just put in place a new borizontal boiler, built by 
Tippet & Wood, of Poiilipsburg, N. J. [t is one of 65 horse 
power, 15 ft. long and 5 ft. in diameter. It has 45 tubes 4 
in. in diameter. This boiler is in addition, of course, to one 
of the same size in preseut use. Tovey bave also just added 
to their machinery a new Worthington double-acting steam 
pump, to be used as an auxilisry to tbe N.agara (C:mpbell 
& Hardick) pump now in use, both for boiler feeding aud 
for use in case of fire.” 

The Rail Market. 

Steel Rails.—Quotations continue at $40 per ton at mill, 
with mucl tusivess reported. There are reports that oue 
or two large lots bave been placed at $39, but they are not 
considered altogether retiable. 

Old Rails.—Some smail sales of iron tees are reported at 
$27.50 to $28 in Philadelpbia. Double-heads are quoted 
$29.50 to $30, with very little business. 


Embarras-ments of Railroad Employees in So- 
nora. 

A correspondent of the M-xican Financier writing from 
Hermosillo, on the Atchinson, Topeka & Santa Fe’s new 
Sonora Railroad, says: 

*Tbis well located city of 15,000 inhabitants is 90 miles 

from the now important port of Guaymas, and is the centre 
of what would be one of the most promi-ing states in 
Mexico were it not that the natives of Sonora seize every 
opportunity of exhibiting their malice agaiast American 
enterprise. They thereby only show their iguorance of its 
importance to themselves. So we see the natural advan- 
tages of the state offset by the unwarrantable prejudices of 
those who are heing most benefited by the new order of 
things. Fortunately the citizens of no other M-xican state 
are so short-sighted and small-minded as those of Sonora. 
Here no opportunity of annoying Americans is ever lost and 
interference frequently goes so far as the levying of fiaes 
snd even the depiivation of personal liberty upon the slight- 
est pretexts. Ou the arrival bere of the first train trom 
Guaymas, the engineer, con uetor and brakemen were ali 
arrested merely b-cause the train was necessarily delayed. 
A Mexican baving recently lost his baggage at one of the 
s atious through nis own negligeace, an Awer.can baggage 
master was arrested for havin, stolen it without the 
least proof against him but merely upon the far-fetched 
supposition that he might have appropriated it. And 
he was fined $10 even though no case could be made against 
him. The most provoking case of injustice is that of 
which Conductor Robinson is the victim. This courteous 
gentleman has been in the jail of this place for 
over sixty days, on the trumped-up charge of baving ser- 
iously injured a Mexican by pushing bin offot the train. 
The fucts in toe case really are that the person in question 
jumped off the train at Magdalena, infil cted upon himself a 
few scratches, and his friends now offer to compromi:e with 
and release Mr. Robinson upon the pivment of 350°. It is 
very unfortunate, to s1y the least, that this species of black- 
mil is connived at by the local authorties. And it is to be 
hoped that the attention of the Federal government inthe 
city of Mexico will be called to this state of affsirs. Other- 
wise the numerous isstances of injustive practized here may 
before long bring about border trvubles, which will disturb 
the amicable relations now bappily existing in all other 
sections between the people of M xico and the citizens of the 
United States. Thé conduct of the Sonorans is particularly 
in marked contrast with the friendship and good feeling 
along the border of and tbroughout the neighboring state of 
Chihuahua. There the prosperity brought about by ¢.meri- 
van capital is thoroughly appreciated and Americans are 
treated witb all the respect and courtesy due to foreigners. 
But Americans are not tobe wholly deterred fr.m coming 
nto this state, for certainly numbers are flocking in from 
Arizona aud California, attracted here by the undoubtedly 
great resources of the state. No one can deny that they 
are bringing general prosperity in their wake. Never be- 
fore in the history of Sonora bas every variety of prosperity 
and labor realized such returns as at the present tine.” 


The New York Locomotive Works. 


The plant of the New York Locomotive Works, in East 
Rome, N. Y., some mile or more from the city, has been 
more than once referred to in these columns, The bu‘ldings 
are the most noticeable obj ct to a traveler approaching the 
city from the east. The six stru ‘tures erected by the com- 
pany, two of them two sturies high, give a floor room of 
about 190 000 square feet, and are well adapted to their 
several uses, ‘Ihey are all well ventilated and lighted, un- 
less it be the blacksmith shop, where more airis to be pro- 
vided. Gas and water have teen led from the city to the 
works, and the city bas located g»s lamps along the street, 
The buildings are heated by steam. A new building for 
offices and d afting rooms will be erected, and probably the 
coming season. Work was begun by the companya year 
ago last fall. The company owns 18 acres where its build- 
ings are. and has 10 more further east, reserved in case of 
need. Men interested in the enterprise alsoown 652 acres 
across the road, part of the Norton farm. This } lot of 
ground bas heen in part graded, divided by avenues and 
streets and Jaid «ut intolots. Here fron: 75 to 100 bouses 
will be erected by Rome capitalists in the early spring. 
The ground is weil adapted for the new village, and the 
houses wi!l he made ascomfortable and sightly »s practi 
cable for the rent wbich their oecupants will be able to pay. 
The company is already feeling the need of houses for its 
men, the larger part of whom are drawn to the city from 
distant places. The must of them come from Rhede Island 
and Pennsylvania, and fromrailroad shopsin other parts 
of the country. Most of th m are skilled mechanics, 

The capit+l of the company was not fixed ata lirge sum 
on the start, and so much money has been spent onthe plant 
and machinery that the stock will prebably te increased. 
About half is beld in New York, where Post, Martin & Co. 
and Winslow, Lanier & Co. binkers and «quippers of rail- 
reads, are interested, the remaining half in Rome. The 
company has a good financial backing. and itis believed will 
not be hampered be lack of means. The machinery of the 
works is all new, es also the equipment of the blacksmith 
shop, the molding room and other parts. The machir ery is 
of the best. It comes mainly from Co mecticut and Phila- 
delphi», though someis from England. A steam riveter 
from William Sellers & Co, is a very effective machine. It 
stands in the boiler room, and with one stroke on the red 
bot rivet the steam bammer does what is ordinarily a task, 
The machine is operated by about four men, inciuling the 
heater of the riv-ts. The very large slotting machine on the 
lower floor of the machine shop, from the works of Fair- 
bairn, Kennedy & Naylor, Leeds, England, is said to be the 
finest machine of the sort in the courtry. The wheel ma- 
chinery, from the same house, is exceptionally good. All 
parts of the finest locom ‘tive will be made in the works, 
save the small wheels for the engine and tender. These, for 
the present, will be bought. The driviug-wheels, however, 
will be cast, and all the other iron work, brass work, steel 
work and wood work will be carried on in the one establish- 
ment. The capacity of the works with the present force 
will be about from six to ten locomotives a month. When 
the full complement of men and machinery for which the 
plant is designed is bard at work, probably 15 locomotives 
can be made monthly. 

The works are now filling an order for five first-class 
heavv freight engines for the Northern Pacific Railroad. 
The first of these was turned out Saturday, another will be 
ready for shipment this week, and the others are well along. 
Another order, upon which work bas been begun in some 
departments, is fr a number of six-whee'ed switch engines, 
without truck, for the East Ternessee, Virginia & Georgia 
Railroad. These engines will be very heavy, weighing 36 
tons, being six-wheeled, the drivers 42 in. in diameter, and 
with a cylinder 16 in. in diameter and witb 24 in. stroke. 
The company bas orders also for a number ef ten-wheeled 
engines, and some for nvrrow-gauge roads. Its orders are for 
six or eights months ahead, and its mechanics are now work- 
ing until 10 at night. dailv,that its pstrons my not he disap- 
pointed. The works at Rome now have from 350 to 400 
men at work, with a monthly pay roll smounting to some- 
thing like $20,000. It is the design to emplov from 800 to 
1,000 men, thus doublin the force and capacity. There is, 
especially in the sevond floor of the machine shop, consider- 
able unoccupied roo. This wil] be used for new machinery, 
part of which is under cortract. 

There was rather more than the usual stir about the works 
Saturday. The occasion was the exbibition under stexm of 
he first locomotive turned out— No. 255 of the Northern 
Pac fie Railroad Company. Wiliiam Wardwell, Vice-Presi- 
dent of the company. Mayor Comstock, one of the directors, 
Miss E. Ernestine Nock, daughter of the President of the 
company, and others came down in the course of the dsy to 
see the locomotive and ride upon 1t. The engine is furnisbed 
wi'hb acylinder 17 in. m diameter and having a 24 in. 
stroke. Itisa heavy, eight-wheeled engine, with drivers 
62 iv. in diamerer, a boiler 53 in., and will weigh about 40 
tons “ben inservice. It is des gned for hauling freight. 
The eight-wheeled tender has a tank to ho d 3.000 gal ons «f 
water, and is an uncommonly large one. The engine is 
arranged to take water from ditches alongside the road, 
with a siphon for filling the tank fromthe same. This and 
other details of the locomotive, as for the others which are 
tu follow it into the far west, are in accordance with flars 
furnisned by the corporatioo.— Utica (N.Y.) Hera d, Dee. 18° 


Cleveland Bridge & Car Works Sale. 

Messrs. Wm. H. McCurdy, Assignee, and Luther Allen, 
Trustee, wili sell a!l the property of the Cleveland Bridge & 
Car Works at public sale in Cleveland, O., J«n. 17 next, at 
11 o’viock. The real estate wiil be sold in five parcels, as 
tollows : 

1. The car shops and land. 

2. Tne lumter yard. 

3. The b.acksmith shop and appendages. 

4. The machine and riveting saops for bridge work. 

5. The lumber and siorage yard. 

The sale will also include ali personal property—tools, 
machinery, materials on band, etc. The entire asset~, ex- 
cep ing bills, notes, buok accounts and choses in action, will 
be soid as a whole, free of encumbrances and for cash, 

The prem ses and personal property can be insp cted and 
printed schedules ovtained on application at the office in 
Clevelanc. 


From Different Standpoints. 


Not long since Wakefield S arkey, of Austin, while crors- 
ing the track of the International & Great Northern Rail- 
rvad on a valuable mule, was struck by the locomotive and 
kiled. The mule was also hurled into eternity. Wakefield 
Starkey, althcugb a perfect gentieman on the street, was a 
domestic tyrant of the deepest dye. Without any provoca- 
tion whatever, he used to beat bis wife and lock per upin a 
wardrobe; hence, when she heard of his death, it was not 
so much a case of heavy oereavement as it was of mitigated 
#ffi:ction. As th: engineer of the locomotive was clearly to 
blame for the accident, it was suggested to the widow that 
she bring suit for damages, Ste resolved to do so, and 
called at toe office of the railway company. Ths proper 
official happened to ve in. The widow bad such a clear case 
against the company that it was deemed advisable to com- 





promise the matter. 
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‘* Now, madam,” said the official, after the widow had 
thrown back her veil and statea her business, ‘‘ we are will- 
ing to do what is fair in this matter. There is really no oc- 
casion to go tolaw. It isa deiicate subj ct to discuss; 30 I 
think, without going into the merits of it, [ will tender you 
a check for $4,000, and you will sign a paper releasing the 
company from ali further demands.” 

The widow started, and said: ** How much ?” 

‘*T am authorized te pay you $4,000.” 

‘**T accept it,” she said, very much agitated. 

The check was handed over, the papers signed, and the 
widow walked out into the street in a bewildered frame of 
mind. Asshe cashed the check, she said to herself, confi- 
dentially: ‘I didn’t expect to get more than $50. I reckon 
that railroad fel:ow didn’s know bow old that mule was.” 

It had never occurred to ber that she had sustained any 
loss iu the death of her husband. On the other hand, the 
official said to one of the clerks: ‘‘ That laly 1s letting us 
off dirt cheap. We usuaily have to pay $5,000 for running 
over husbands.” 

It did not occur to him that the widow had sustained any 
loss whatevcr iv the death of the vaiuable mule. 

What a striking illustration of the fact that, different 
re look at the same thing in a different light.—Texras 
Siftings. 


Caution Against Accidents. 


Mr. W. F. Merrill, General Superintendent of the Chicago 
& Alton road, bas issued the following general order: 

“During the winter months extreme caution is necessary 
to prevent accident. 

**Passenger trains must be kept within the limits of abso- 
lute safety in making up time, and engineers and conductors 
must cut down all delays ut stations, water tanks a d 
coalirg points to the lowest possible limit. Conductors, 
brakemen and porters must use every effort to load and un- 
load passengers with dispatch. Promptness and vigilance 
in this respect will do mucb to keep our passenger trains on 
time, and avoid the necessity of increased speed in run- 
ning. 

Fast running by freight trains is positively prohibited, 
and the entire crew of any freight trai wili be held strictly 
acc untable for keeping strictly witbin the limit of speed 
allowed by the time card, unless they have special authurity 
from authorized dispatches to exceed such limit. 

‘Every man is expected to do his waole duty.” 


A Bridge Accident. 


A dispatch from San Antonio, Tex., Dec. 13, says: “ At 
7 a. m. on Tuesday the false work of the bridge a ross Great 
Dry Cajion, four miles west of Pecos River on the Sunset 
road, and three-fourths of a mile from the end of the South- 
ern Pacific track, fell in a solid mass, precipitating 19 bands 
a distance of 75 feet on the rocks below. Seven men were 
kilied outright, one more has since died, and there is little 
hope for recovery of three others, The false work had been 
erected some time and the w:ight of the material brought 
upon it for the permanent bridge it is supposed was too 
great, aod it gave way over the deep gorge. haviag almost 
yerpendicular cliffs. The length of the bridge is 200 feet. 
he dead bave been bu-ied in an adjacent cave and two 
physicians are caring for the wounded. ‘The disaster will 
delay the completion of the bridge perhaps 60 days.” 
A Marble Road-Bed. 


The two most gorgeous sections cf railroad in the world 
will be on the Manetta & North Georgia and the Western 
North Car. lina at R:d Marble Gap, N. C. Both roads will 
run for a mile on road beds composed of variegated marble 
of the finest quahty. 


~ @eneral BMailroao Mews. 








MEETINGS AND ANNOUNCEMENTS. 


Meeiings. 

Meetings will be held as follows: 

New York, New Haven & Ha:tford, annual meeting, in 
New Haven, Conn., Jan. 10, at 11 a. m. 

Boston & Lowell, annual meeting, at the passenger station 
in Boston, Jan. 3, at 10:30 a. m 

Columbus, Hocking Valley & Toledo, annual meeting, at 
the office in Culumbus, O., Jan. 9. 


Dividends. 

Dividends have been declared as follows: 

New York & Hurlem (leased to New York Central & Hud- 
son River), 4 per cent., semi-annual, payable Jan. 2. Trans- 
fer books close Dec. 15. 

New York, New Haven & Hartford, 5 per cent., semi-an- 
nual, payable Jan. 2. 

Boston & Lowell, 2'¢ per cent., semi-annual, payable Jan, 








Norwich & Worcester (leased to New York & New Eng- 
land), 5 per cent.. semi-annual, payable Jan. 10. 
me of Georgiu, 4 per ceut., semi-annual, payable 

ec, 29. 

Chicago, St. Paul, Minneapolis & Omaha, 184 per cent., 
quarte:ly, on the preferred stock, payable Jan. 20. Trans- 
fer books close Dec. 30 
Northern Central, 4 per cent., semi-annual, payable Jan. 
15. Transfer books cluse Dec. 30. The last dividend was 
3 per cent. 

Flint & Pere Marquette, 84% per cent., semi-annnal, 
payable Jan. 15. 

Foreclosure Sales. 


The Columbus, Chicago & Indiana Central road will be 
sold in Indianapolis, Jan. 10, 1883, under the decree lately 
granted. Tae terms of the decree and the arrangements 
made for reorganizing the company have already been fully 
set forth. 

Western Association of General Passenger and 
Ticket Agents. 

At the meeting of this Association in Indianapolis, Dec. 
12, the following resolu’ ion was passed, as noted jast week : 

*- Resolved, Toat the Secretary of this Association be in- 
structed to notify the Pacific Coast lines that from and after 
Jan 1, 1883, all lines running east from Kansas City , Leav- 
enworth, Atchison, St. Josepb, Pacific Junction and Council 
Bluffs, will demand their proper proportion of rates based 
on second class rates from said points, to all points east 
thereof, on all through second-class, third-class and emigrant 
tickets from the Pacific Coast.” 

- note from the Secretary is now received to the following 
effect : 

_ “The above resolution was passed, with the understand- 
ing that it would be inoperative, unless the unanimous assent 
of all lines interested was obtained. Said assent cannot be 
procured, and the resolution is therefore void and of no 


eff.ct.” 
Middle & Western States Freight Association. 


Ata meeting held in Indianapolis Dec. 12 and 13, it was 
decid-d to reorganize this / ssociation, and a committee was 
sposates to prepare rules, etc., and report to the next meet- 


K revised tariff of rates from Western points to the 





termini of the trunk lines was agreed on, and it is to be re- 
ferred to Commissioner F nk and the Executive Com nittee 
for appreval. The subject of extending the numb-r of 
through billing points in the West was discuxsed and finally 
referred to a committee of seven to report at a future meet- 
ing a plan by which the Association may be enabled to pro- 
tect its members in the matter of throurh rates, consist'ng 
of E. B. S:ahlman, of the Louisville, New Albany & Cai- 
cago: F. H. Kingsbury and D. T. McC be, of the Pan Han- 
dle; R. M. Fraser. of the M .rietta & Ohio; J. T. R. McKay, 
of the Like Saore: J. M. Osborne, of ths Wabash; and G, 
G. Cocbran, of the New York, Pennsylvania & Ohio. 


American Street Railway Association. 


A meeting of officers of street railroads was held in Bos- 
ton, Dec, 12, for the purpose of formiug an Association- 
Moody Merrill, of Boston, was elect-d temporary chairman, 
and C. B. Clegg, of Obio, and C. C. W uff, New York, 
secretaries, 

Chairman Merrill, in his address, said: There are now 
organiz d and doi:g business in this country and Canada 
415 street railways. These -ompanies employ about 35,000 
men and run 18,000 cars. More thau 100,000 horses are in 
daily use, to feed which it requires annually 150,000 tons of 
bay and 11,900,000 bushels of grain. These companies own 
and operate over 3,000 miles of track. Tbe whole number 
of passengers carried annuallv is over 1.212 400 000. The 
amount of capital invested exceeds $150,000.000. It was 
resolved to form an association, and « committee was 
appointed to arrange detvi.s. 

On the following day the committeeapp»inted to present 
a constitution and by-laws repurted in a draft, which was 
submitted to the conveution, stating that the objects of the 
association were to cultivate a spirit of fraternity among 
those connected with street railroad management. and to 
promote the progress and improvement in the methods of 
operation, The Association shall consist of American street 
ra:lroad companies, owners or lessees of railroads. The an 
nual mecting sball be held the last Wednesday in May. 

ln the evening the delezates present were entertained at 
dinner by the Boston members. 

The Association was formally joined by 35 members, 
It was decided to hold the next meeting in October, in Ciai- 
cago. 


Cleveland, Columbus, Cincinnati & Indianapolis 
Mutual Insurance Association. 


The thirteenth annual meeting of this Association was 
held in Springfield, O., Dec. 13. The reports presented 
sbowed that the present membersbip is 1,183, against 1,2+9 
one year ago: deaths during the year. 2U; total assessments 
paid on cleims for the past year, $24,866; total since organ- 
iz tion, $231,051.15; balance in treusury, $523. 

The by-laws were amended so as to admit members up to 
50 years of age. The question of admitti:g Indianapclis & 
St. Louis employés was postponed to next meeting. 


Southern Railway & Steamship Association 

The adj -urned session of the eighth annual convention 
was to have been held Dec. 21, but on Dec. 15 the following 
circular was issued : 

“Owing to inability of several prominent members to 
attend on the 21st inst., the adjourned session of the eigbth 
annual convention of the Soutnern Rulway & Steamship 
Association, called for Tbursday, Dec. 21, 1882, is hereby 
postponed until Tuesday, Jan. 16, 1883, on which date it 
will assemble at the Metropolitan Hotel, Washington. 

* All transportat:ou companies, members of or working 
with the Assoviation, are requested to send duly authuriz>d 
representaiives. Directors and committees from stock 
hoiders of companies, members of the Associntion, are,- 
under the rules, invited to attend. TheConvention will be 
called +o order at noon.” 








ELECTIONS AND APPOINTMENTS. 


Allegheny Extension.—At the annual meeting in Rich- 
mond. Va., last week, the following directors were chosen: 
A. Y. Stokes, C. E. Wortham, Richmond; Wm. M Barnu vp, 
F.O French, E. R. Leland, Samuel Shethar, J. W. Simp- 
son, New York. 





American Street Railway Association.—-The officers of 
this new association are as follows: President, H. H. Littell, 
Louisville; Vice-Presidents, W. H. H»zard, Brooklyn, C. A. 
Richards, Boston, and G. B. Kerper, Cincinnati; Secretary 
aod Treasurer, W. J. Richardson, Brooklyn; Executive 
Committee, Julius 8S. Walsb, St. Louis, Charles Cleminshaw, 
Troy, J. K. Lake, Caicago, Tnomas Lowery, St. Paul, and 
D. F. Longstreet, Providence. 


Chicago, Rock Island & Pacific.—Mr. J. Francis Lee is 
appointed Geverai Ageut (passenger and ticket departimen') 
in charge of Canada and the Provinces. Mr. C. E. McPher- 
son is appvinted Assistant Geu -ral Agent, with headquarters 
at Toronto, Out. Communications will be addressed to the 
Geveral Agent at Toronto, as heretofore. 


Chicago, St. Puul, Minneapolis & Omaha.—At a meeting 
of the board held Dec. 16, Me-srs, W. K. Vanderbilt, Cor- 
uelius Vanderbilt, Augustus Schell, H. McK. Twombly, 
Albert Keep, John C. Spooner, M rvin Hughbitt and M. L, 
Sykes were cuosen directors, in place of H. R. Bishop, J. M. 
Fiske, A. Kountze, H. F. Welles, R R. Cable, H. H. Porter, 
E. F. Drake and Benjamin Brewster, resigned. _ Messrs. 
David Dows, R. P. Flower, Philetus Sawyer. W. D. Wash- 
burn and A. H. Viele remain oa the board. 

the boara then proceeded to choose new cfficers as follows: 
President, Marvin Hugbitt; Vice-President, Treasurer and 
Assistant Secretary, M. L. Sykes; Secretary, C. W. Porter; 
Executive Committee, W. K Vanderbilt, Co: nelius Vander- 
bilt, Albert Keep, Augustus Schell, M. L. Sykes aud John C. 
Spooner. 

This places the management entirely under Chicago & 
Northwestern control. 


Cincinnati & Eastern Connection.—The following direc- 
tors have been chosen: W. R. McGill. G. H. Wilbur, N. R. 
Thompson, S. Woodward, O. H. Hardin, W. Mansfield, M. 
Jameson, 8S. Feike, J. W. Henley. 


Cleveland, Columbus, Cincinnati & Indianapolis Mutual 
Insurance Association.—At the annual meeting in Spring- 
field, O., Dec. 13, th » following officers were elected for the 
ensuing year: President, Robert Biee; First Vice-President, 
C. C. Gale, Indianapolis: Second Vice-President, C. Potter, 
Delaware; General Secretary, George W. Burt, Galion: 
Treasurer, T. J. Higgins, Cleveland; Auditor, uv. M. Eason, 
Cleveland. 


Cleveland, Tuscarawas Valley & Wheeling.—Mr. Charles 
Warburton, General Foreman, is acting as ter Mechanic 
until further notice. 


Duluth & Iron Range.—At the annual posting senetly 
the following directors were chosen: C. P. Bailey, J. B. Cul- 
ver, H. F. Thompson, Duiuth, Minn.; F. L. Blomet, R. H. 
Lee, G. C. Stone, St. Paul, Mion.; Edward Breitung, 
Negaunee, Mich.; Coarlemague Tower, Jr., Philadelphia. 


The board elected G. C. Stone, President: H. F. Thompson, 
Secretary and Treasurer; R. H. Lee, Cnief Engineer. 


Duluth & Winnipeg.—At the annual meeting in Duluth, 
Minn., Dec. 15, the old directors were dro»vpel asd an 
entirely new board elected, as fuilows: W. W. Spaul ling, 
R. C, Mitchell, H. M. Peyton, James Borden, A. M. Miller, 
A. J. Sawver, J.C. Hunter. The new board electei W. 
W. Spaulding, President; A. M. Miller, Vice-President, and 
J. C. Hunter, Secretary and Treasurer. 


Flint_& Pere Marquette.—Mr. W. W. Crapo has been 
cbosen President in place of Jesse Hoyt, deceased. 


Ft. Smith & Southern.—The directors of this new com- 
pany are: Thomas Davenport, James C. Gilbreath, Wm. J. 
King, Wm. B. Turman. 


Ft. Worth & Denver City.—At the annual meeting in Ft. 
Worth, Dec. 13, the following directors were chosen: W. 
A. Ross, C, 8. Frost, J. W. Swayne, J. P. Smith, Fs. Worth, 
Tex.; J. M. Eddy, Sedalia, Mo.; D. Feisenheld, San Fran- 
cisco; W. T. Walters, Baltimore; T. W. Pearsall, Wager 
Swayne, New York. The board elected J. M. Eldy, Presi- 
dent; T. W. Pearsall, Vice-President; W. A. Ross, Secretary ; 
C. 8. Frost, Treasurer. 


Hartford & Connecticut Western.—At tbe annual meet- 
ing in Hartford, Dec. 19, the folowing directors were 
chosen: C. F. Hillyer, J. F. Jones, L. B. Merriam, Hart- 
fora, Conn.: J. O. Phelps, Simsbury, Coun.; W. L. Gilbert, 
Winsted, Conv,; Wm. arnum, L. Dunning, A. H. Holley, 
Fredrick Miles, Salisbury, Conn.; R. B. C wrpenrer, ‘Thomas 
Cornell, 8. G. Dimock, Rondout, N. Y.; E F. Butler, New 
York. Messrs. Carpenter, Dimock and Puelps are new di‘ 
rectors. 

International.—The board has elected J. H. Pope, Presi- 
dent; Noah Woods, Vice-President; J. F. Rawson, Clerk ; 
C. F. Woodward, Treasurer. Office in Bangor, Maine, 


Lehigh Valley —Mr. James Donnelly, heretofore Assistant 
Superintendent of New Jersey Division, has been appointed 
Superintendent of New Jersey Division. His office wil be 
as heretofore at Perth Amboy, N. J. 


Mexican Central.—Mr. Wm. Conner has been appointed 
Iaspector of locomotives, rolling stuck and supplies for this 
company. 


Mexican National.—The following order is dated City of 
Mexico, Nov. 15: 

“Mr. John Scuilin is appointed General Minager cf the 
Southero General Division of the Mexic.n National Con- 
struction Co. and Mexican National Railway, w:th offices at 
No. 11, Calle Cadena, City of Mexito, and will be ooeyed 
and respected accordingly. All chiefs of departments, offi- 
cers and employés of the above named compunies, engaged 
on the division, whether employed on surveys, construction 
or operation of the road, will, therefure, from this date 
report directly to Mr, Scullin.” 


New York, Richfield Springs & Cooperstown,— The di- 
rectors of this new company are: Josepb 8S. Lowery, F. A. 
Marquand, [. K. Hitchcock, Archibald D. Russell, H. L. Har- 
denburgh, Ch-ster C. Munroe, Caarles H. Coffin, Douglass. 
Robinson, Jr., Andrew Spotts, New York; Wiiliam Clark, 
Fort Piaio, N. ¥.: Samuel Wardweil, Rome. N. Y.; Leslie 
Pell Clark, Springfield, Mass.; George W. Alien, Sc, Louts, 


Northern Central.—At a meeting of the board heli D>c. 
15, the folowing appointments were confirmed and wil! take 
effect Jan. 1: Robert Neilson, at present General Superin- 
tendent of the lines from Marysville to Canandaigus, to be 
General Superintendent of all the lines of the company; A. 
D. Dayton, at present Superintendent of Motive Power at 
Williamsport, to be Superintendent of Motive Power of ail 
the lines of the company: G. C. Wilkins, at present General 
Superintendent of Baltimore Division, to be General Agent 
at Baltimore: H. W. Kapp, at present Traiu-Master, to be 
Superintendent of the Baltimore Division. 


Rochester & Pittsburgh.—The following appointments 
bave been made, taking effect Der. 1: L. S. Emery, Assistant 
General Passenger and Ticket Agent ; H. 8S. Henderson, 
Train-Master, with headquarters at Rochester, N. Y. 


St. Louis & Chicago.—The directors of this new company 
are: R. H. Hazlett, H. H. Hood, I’. C. Kirkland, Isaac Mor- 
rison, L. S. Olmstead. Office in Litchfield, Ill. 


- PERSONAL. 


—Mr. James A. Eads has resigned his position as Receiver 
of the Danville, Olney & Ohio River road. 


—Mr. W. A. Stone has resigned his p»sition as Master 
a of the Cleveland, Tuscarawas Valley & Wheeiing 
road. 


—Mr. J. W. Jones, for 10 years past Superintendent of 
the East St. Louis & Carondelet road, has resigued his po- 
sition. 


—Mr. H. H. Porter has resigned his position as President 
and a director of the Chicago, Ss. Pau!, Minueapois & 
Omaha Company, and will, it is said, retire altugetaer from 
business tor a time. 


— Mr. Edgar Cranston, for eight years past Master of 
Transportation of the New York, Pennsylvania & Ohio, 
died Dec. 14, at Youngstown, U., from Cc» icassiva of tue 
brain, the result of an accident a tew days ago. 


—George J. Rice, for some time past President of the 
Utica, Ithaca & Elmira Company, bas been arrested and 
held for trialoncharges of forgery and ersbezz.ement. A 
fuller account of the affair will be found el-ewnere. 


— Judge Robert Ould died at his residence in Richmond, 
Va., Dee. 15, aged 62 years. He was best known as a law- 
yer of high standing, and as Assistant Secretary of War and 
Confederate Commissioner for the exchange of prisoners 
during the war. For three years, from 1878 to 1881, he 
was President of the Richmond, Fredericksburz & Potomac 
Company. 


—Trenor W. Park, died Dec. 15, while on his way from 
New York to Aspinwall on the steamer “* San B.as.” He was 
born near Bennington, Vt., in 1823, and was when stiil quite 
young, prominent in Vermont as a la 7 and poliucan. 
He was also connected with the Troy & Bennington, the 
Bennington & Rutland and other Vermont roads. In 1852 
he went to California and was afterwards prominent in con- 
nection with the Mariposa and other miuing properties. In 
186% he returned east aud soon after acquired a controlling 
interest in the Panama Railroad, which he held until the 
recent sale to the Canal Company. He was also a director 
of the Pacitic Mail Steamship Company. 


TRAFFIC AND EARNINGS. 


Grain Movement. 
For the week ending Dec. 9 receipts and shipments of’ grain 





of ali kinds at the eight reporting Northwestern markets and 
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receipts at the seven Atlantic ports have been, in bushels, 
for the past nine years : 


Northwestern Northwestern Atlantic 
Year. i. shipments. receipts. 
po ear ee woe 247,072 36,161 1,261,514 
SR rey ee 2,129,85C 742,915 1,835.211 
FO vnicncasite -vexkembiets 2,732,511 1,380,152 2,246,464 
BET Ac onereinatenear kate 2,808,567 1,172,719 2,463,069 
FOTO wah ice yal ces et: ae 3,884,457 1,453,904 3,097,492 
TS ee ae nn ..+-3,611,1830 869,623 2,703,737 
BOO. ces idee eectacacade 4,852,388 1,181.301 3,699,096 
| A See 3,178,051 1.926.288 2,302,700 
MOG). wi isetehihsh cascecs 5,266,607 2,032,704 3,401,907 


Thus the receipts of the Northwestern market for the 
week were larger this year than in the corresponding week 
of any previcus year, and 66 per cent. more than last year. 
They were 250,000 bushels less than the week before, but 
with that exception were the largest for five weeks. Almost 
always heretofcre there has been a large falling off after 
November. 

The shipments of the markets were also larger than in 
any previous year, though nearly the same as last year, 
when rates were not half as high. The shipments were all 
by rail except 231,971 bushels (11.4 per cent.) which went 
down the Mississippi. There is a decrease of 857,000 bushels 


from the week before, nearly all due to the close of lake | 


navigation, though there was some decrease in rail ship- 
ments, 

The Atlantic receipts have been exceeded in the corres- 
ponding week of no previous year except 1880, and they 
are 1,100,000 bushels (48 per cent.) more than last year. 
They are smaller than in previous weeks as is ucual after 
canal receipts cease. 


Of the Northwestern receipts Chicago had 50.6 per cent., 


St. Louis 16.5, Milwaukee 10.8, Toledo 6.4, Peoria 6, 

Detroit 5.4, Duluth 2.6, and Cleveland 1.7 per cent. Com- 

pet with the' previous week there is a large decrease at St. 
ouis and Peoria, and an increase elsewhere. 

Of the Atlantic receipts New York had 48.1 per cent., 
Baltimore 19, Boston 12, New Orleans 9.7, Philadelphia 
9.3, Portland 1.6, and Montreal 0.3. We find here the 
changes that usually follow the closing of lake and canal 
navigation. Compared with the previous week there was a 
decrease of 988,000 bushels; but at New York the decrease 
was 1,406,000, while there was a gain everywhere e!se ex- 
cept at Montreal, where rec2ipts are entirely insignificant 
while navigation is closed. The Philadelphia receipts are 
the largest for five wee.s, and with one exception the 
largest since the middle of September. The Baltimore re- 
ceipts are the largest since September. 

Of the exports of the week, amounting to 1,394,208 
bushels, 63.5 per cent. went from New York, 16.2 from 
Baltimore, 9.7 from Philadelphia, 4.4 from New Orleans, 
4.2 from Portland, and 2 per cent. from Boston. 

f Exports for the week ending Dec. 13, for three years have 
een: 


1882. 1881. 1880. 
Wie, TAB. 6. icc kiss cuss 191,911 16.438 153.392 
GEA, WOM iin socc ease acres 1,225,620 982,004 2,646,707 


Receipts and shipments at Chicazo and Milwaukee for the 
week ending Dec. 16 were : 


-———~Receipts.— —. ———Shipments.—— 
1882 1 4 881 











: 881. 1882 : 

Chicago......... 2,448,380 1,585,178 ~—-1,2.3,749 993 309 

Milwaukee ..... 667.247 458,122 W26,416 135,69) 
GT 3.115627 «2,043,295 —«:1,430.165 1,128,999 


There is an increase of more than 50 per cent. in the re- 
ceipts, but of only eras per cent. in the shipments, 

For the week ending . 16 receipts at four Eastern ports 
have been, for three vears : 


Bus'els: New York. Boston. Phil. Baltimore. Total. 
268%....3.5: 1,241,953 319,468 233,150 503,612 2,398,178 
a eee 701,161 265,449 191,930 557415 1,815,955 
teers 1.215,172 604,700 7€8,451 875,480 3,463,803 
P. c. of total: 
1882. ........... 50.0 13.3 9.7 21.0 109.0 
a Sere easy 38.6 20.1 10.6 30.7 109.0 
RE, cs anase aa8 35.1 17.4 22.2 25.3 100.0 


Philadelphia and Boston together received 30.7 per cent. 
of the whole this year, against 41.3 last year and 47.5 in 
1880. New York’s proportion this year was unusually large 
for a week without canal receipts. Corn pow begins to 
make an important figure in the receipts, but the receipts 
are almost exclusively for domestic consumption, which 
causes them to be largest where consumption is largest, 
namely, at New York. If the corn was largely exported 
now it would be likely to go to New Orleans and Baltimore 
more than usual when exports are large, because the corn 
fit to ship thus early comes chiefly from the more southerly 

art of the corn district—the Ohio Valley, Missouri and 
ansas—which can ship to Baltimore and New Orleans 
more conveniently thav the country further north. 

The flour — at these four ports were 376,461 barrels, 
against 149,221 last year, and this year were equivalent to 
more than three fourths of the grain receipts. “Ot the flour 
receipts 46.8 per cent. was at New York and 44.1 per cent. 
at Boston—only 5.3 per cent. at Philadelpbia and 3.8 at 
Baltimore. New York and Boston in this week received 
more than three times as much flour as in the corresponding 
week of last vear; Philadelphia 12 per cent. less. 


Coal Movement. 


Coal tonnages for the week ending Dec. 9 are reported as 
follows : 


1882. 1881. Inc. or Dec. P.c. | 
Anthracite .............. 675,548 615.708 3 59,840 9.7 
Semi-bituminous....  ..106,931 114,076 D. 7145 #63 
Bituminous, Pa... ..... 61,518 66,112 Dd. 4,594 6.9 
a ee eS 58.118 58,382 D. 264 O04 


The anthracite trade isin an unsettled state, and prices are 
reported lower. There is some talk of stopping work for two 
weeks in January, but nothing has been settled about it yet. 

The production of the Colorado Coal & Iron Co. in No- 
vember was 56,115 tons of coal and 11,914 tons of coke 
The shipments of coke were 9,732 tons. 

The coal] tonnage of the Pennsylvania Railroad for the 
week ending Dec. 9 was : Coal, 160,195; coke, 58,118; total, 
218,313 tons. The total tonnage this year to Dec. 9 was 
10,416,174 tons. 

Authracite coal tonnages for November and the eleven 


months ending Nov. 30, as reported by the Official Account- | 


ant, in a form differing somewhat from the weekly state- 
ments, were as follows : 


— --November.-—— ~——Eleven months.—— 
882. 1881. 








1882. 1881. 1 

Phila, & Reading ... 728, 690,764 6,355,691  6.307,166 
Lehigh Valley . 528,219 551.449 5.408.808 5,126,845 
Central, of N. J 377,613 360,785 3,862,704 3,678,586 

- 6,354 423,4 4,230,066 3,968,055 
Del. & Hud 628 320,634 2,906,848 2,910,766 
Penna. R.R ; 271 195,188 2,169,600 2,030,832 
Penn. Coal Co 22 150.718 +344.545 1,333,217 
N.Y.,L. E. & West. 24468 34, 242,394 424,822 

TOO, cin sccavecas 2,797,372 2,727,871 25,520,656 25,775,289 


Increase fur the month, 69,501 tons, or 2.5 per cent. The 
Delaware, Lackawanna & Western, the Pennsylvania Coal 
Company and the New York, Lake Erie & Western show 
decreases, the other companies increases. 

Increase for the eleven months, 745,367 tons, or 2.9 per 
cent. The Delaware & Hudson and the Erie are the only 
companies showing a loss this year. 





Of the tonnage for the eleven months this year the Read- 
ing furnished 24.0 per cent.; the Lehigh Valley, 20.4 pea 
cent.; the New Jersey Central, 14.6 per cent.; the Lacka- 

| wanna, 159 per cent,; the Delaware & Hudson, 10.9 per 

| cent.; the Pennsylvania Railroad, 8.2 percent; the Penn- 

| sylvania Coal Company, 5.1 per cent., and the Erie, 0.9 per 

| cent, 

|_ The stock of coal on hand at tidewater shipping points 

Nov. 30 was 535,891 tons, against 524,050 tons Oct. 31, an 
increase of 11,841 tons, or 2.3 per cent., during the month, 
an unfavorable sign for the trade. 

| San Francisco coal receipts in November were 87,264 tons. 

| For the eleven mouths ending Nov. 30 they were: 1882, 
775,212; 1881, 854,017; decrease, 78,805 tons, or 9.2 per 

|eent. Of the total this year 434,468 tons were Pacific Coast 

| coals: 34,105 Eastern (anthracite and Cumberland); 144,- 

| 695 Australian; 161.944 English; total, 775,512 tons. 

| The coal tonnage of the Chesapeake & Ohio Railroad for 

| the eleven months ending Nov. 30 was: 


1882. 1881. Increase. Pc. 
ee 774,117 641,433 142,694 22.3 
Coke....... 83,847 69 244 14,503 210 

ee eee 867,964 710.767 157,197 22,1 


Of the coal this year 29,257 tons were cannel; 310,209 
gas coal; 115,933 splint and block; 828,718 New River; 
| total, 784,117 tons, 
| Cumberland coal tonnage reported for the week ending 
| Dec. 16 was 41,855 tons. The total tonnage this year to 
| Dec, 16 was 1,429,152 tons. 
Railroad. Earnings. 

Earnings for various periods are reported as follows: 
Eleven months ending Nov. 30: 
1882. 





| 1881. Ine. or Dec. P.c. 
| Ala. Gt.Southern.. $761.945 $702,475 I. $59,470 8.5 
Col., H. Vy. & Tol. 2,626,753: eas ae) Onna ee wats 
| D'sM. & Ft. Dodge 318,757 366,637 D. 47,880 13.3 
| Flint & Pere M ... 1,950,759 1,7: 6.326 I, 244,433 143 
| Hous., E. & W. T.. 240.790 145,886 I. 99,904 656 
| Kan C.,Ft.8S.&G = 1,583,115 1,394,463 I. 188,652 13.5 
| Or. Ry. & Nav. Co. 4,679.600 4,029,895 I. 649,705 16.1 
| Peoria, Dec. & Ev. 707.874 627.562 I. 80,312 128 
| St. Louis & Cairo.. 345,463 386.267 D. 40,804 10.6 
| Union Vacifi: . .. 27,903,341 27,471,981 I. 431,360 1.6 
Vicks & Meridian... 417,529 =... Mie 66) ee wee ae 

| Ten months enring Oct. 21: 
SRP FS ) ie UY | ee ee 
| Oregon Imp. Co... 2,801,908 ........... 
| Month of October: 
Danbury & Nor- 
eo nee . $20,510 $17,588 I $2,922 16.6 
| Eliz., Lex. & Big 
‘eee URN eevncicecuces  ipwast oaensccs 
Oregon & Cal...... PE, ees tcdicens, - Goosasboses 
Oregon Imp. Co MS. ca acodenes 





Month of November: 
Ala. Gt. Southern. $98,097 $7 
Central, of Ga.... 4 


7.754 1.9 


Denv. & R. G. 

Western. ....... - 36.168 beble aise. aeksakde babes 
Des. M. & Ft. D... 32 OOL 35.6455 D 3,654 10.0 
Flint & Pere M.... 205,190 166,448 I 38,742 235 
Houston, E.& W. 

eee 25,405 18,487 I 6,918 34.8 
Houston & Tex. 

Central... .... 410,000 343,857 I 66,143 19.2 
Kau. City, Fe S. 

Pe akosnegenss es 179,662 143,340 I 36,322 25.4 
Oregon Ry. & Nav 

Gi cld ah-ceadh sone 465,809 463.284 I 2,516 05 
Peoria. Dec. & Ev.. 53,474 55,060 D. 1,586 2.9 
St. L. & ‘'airo...... 36,160 36,187 D. ee 
Union Pacific.. .... 2,821,070 2,723,608 I 97,462 3.6 
Vicks. & Mei:idian. 59,598 58,745 I 853 1.4 

First week in December: 
Ches. & Ohio.. ... $63,347 $47,978 I $15,369 32.0 
Chi. & Eastern Ill. . 37.860 46,300 D. 8,440 18.3 

Second week in December: 
Chi., St. P.. M. & O. $81,028 $90.660 D. $9,651 10.6 
Denver & R.G..... 104,700 140.800 D. 36,100 25.6 
Louisv & Nash .... 289,135 267,372 I. 21,763 8.1 
Northern Pacific... 171,800 78,970 I 92,330 117.5 

Provision Exports. 





The exports in November are reported as follows by the 
| Bureau of Statistics, in tons: 
1 














882. 188!. Inc. orDec. P.c. 

Fresh beef........... $3,187 $2,549 I. $ 25.0 
7 Se 1,730 2.319 D. 589 25.4 
Ree 1,238 2,157 D. 284 18.7 
ares 325 412 D. 87 21.1 
OND asinine ek wescs 1,978 2,683 D. 7u5 26.3 
| Tons cattle product.. 8,453 9,480 D. 1,027 108 
PRIOR... x00: sees oe$l, 689,554 $1,936,013 D. $246,459 12.7 
OS ee ere 6,857 15,295 D. 8,438 55.1 
Rr. iietaea «ss 908 797 I. 111 14.0 
See ce 10,451 11,588 D. 1,137 9.8 
DNODIE « oain snes (sd) wenecs 2,891 3,392 D. 501 14.2 
Tons hog product... 21,107 31,072 D 9,965 32.0 


See seOrher™ $5,134,854 $6,685,508 D. $1,550,654 23.2 
yO eer 29,560 40,552 D. 10,892 27.1 
| Total value........... $6.824,408 $8,621,521 D. $1,797,133 20.8 
| This very large decrease of 27 per cent. in the quantity of 
| provssions exported and of 20% per cent. in the value is 
| the more important as the exports last year were also 
| extraordinarily small—some 35 per cent. less than in 1880. 
| The decrease is due to a smaller supply and a larger home 
| consumption, otherwise prices would have fa)len. 








OLD AND NEW ROADS. 





| Allegheny 


Extension.—At the annual meeting in 
Richmond last week resolutions were passed by which the 
directors were authorized: 1. To mortgage the property of 
the company to such extent as may be thought expedient, 

| not exceeding $20,000 per mile of first mortgage and 3$16,- 
000 per mile of second mortgage—terms and form of mort- 
gage to be the same as those of the Richmond & Allegheny 

| Railroad Company, so far as applicable: 2. To invite further 
| subscriptions to the capital stock of the company, at dis- 
|eretion, within limits of charter; 3, To appoint engineers 
| and such other officers as may be necessary, and to designate 

}a route from a point on the Richmond Allegheny Rail- 

' road to the West Virginia state line. 

An adjournment was then taken to Jan. 10, 1883. The 

| company is controlled by the Richmond & Allegheny. 


Atlantic & North Carolina.—Several meetings of the 

| directors were held in Raleigh, N. C., last week, and it was 
finallv decided to demand the surrender of the road by the 

| Midland North Carolina Company, lessee, on the ground 


55 | that that company had not complied with the terms of the 
| lease. 


The formal demand was made, but the Midland Company 


7 | refused to surrender the road. 


It is understood that the company will take such legal 
| steps as may be necessary to put it in possession of the road. 

It is understood also that the directors of the Midland 
| Company will ask the Legislature to give it the state stock, 
| which cost $1,300,000, and that upon condition of receiving 
_ they will complete the road from Smithfield to Salis- 
| bury. 


Atlantic & Pacific.—The bridges at Chino Canon, 
Arizona, are reported finished, and the track laid across 





them, to a point 435 miles from Albuquerque, N. M., and 
425 miles from the junction with the Atchinson, Topeka & 
Santa Fe at Isleta. 

A dispatch from Albuquerque says that the company is 
considerably behind in its payment to contractors, and that 
some of them here have filed hens on the property in con- 
sequence, The company promises to pay up very shortly. 


Belleville & Carondelet.—This road extends from 
Belleville, Ill., to the Mississippi River opposite South St. 
Louis, formerly called Carordelet. The company was 
organized in 1881. and work began during that year. The 
greater part of the track (161 miles), was laid before May 
1,1882. Itis now all laid and the road will be ready for 
business in a few weeks, 

The chief traffic will be coal, and the road will be operated 
as a branch of the Cairo Shore Line Division of the St. 
Louis, Alton & Terra Haute Railroad. 

Length of main track is 17 miles and of side tracks, 1% 
miles. The gauge of the road is 4 ft. 9 in., and the rails are 
60 lbs. steel. Mr. Robert Moore, of St. Louis is chief con- 
tractor for the construction of the road. 


Boston & Maine and the Fastern.—No further 
action in relation to the lease of the Eastern Railroad by 
the Boston and Maine Company has been tahen. It is un- 
derstood, however, that since the late election a majority of 
the Eastern directors are in favor of a lease, and it 1s pruba- 
ble that something will soon be done in the matter. 


Brunswick & Albany.—A meeting was to have been 
beld this week for the organization of a new company by the 
wees s, who represent the Erlanger syndicate, and who 
have bought the road from the German bondholders. 


Canada Southern.—The so'icitors of thiscompany have 
given notice of application to the Canadian Parlixmeut for 
an act incorporating a company to construct a railroad 
bridge across the Niagara River froma point on the Can- 
adian side, between the Falls of Niagara and the Niagara 
Falls suspension bridge, or below that bridge, to a point on 
the New York side of the river, with all the necessary rights 
and powers usual in such cases. The height of the bridge or 
arch will be about 2U0 ft.; the intervals between the abut- 
ments or piers will be the entire width of the river. There 
will not be a draw-bridge. The dimensions of the bridge 
will be such as to afford sufficient room for a d_ub!e track 
for railway traffic. 


Central Iowa.—The Boston Transcript says: ‘‘ A para- 
graph is floating the rounds of the press to the effect that 
the Central Iowa Railroad Company has ‘positively secured 
the absolute ownership’ of the Peoria & Farmington Rail- 
road Company, now almost completed, from Peoria to 
Keithsburg. The importance of this eventis being dwelt 
upon by Western papers in a manner a trifle amusing to 
those who keep posted concerning the affuirs of the Central 
lowa Ratiroad Company. Tbis Peoria & Farmington road 
was built for the Central Iowa Railroad Company, the 
latter agreeing to pay therefor first mortgage bonds in 
amount about the cost of the road, together with a bonus of 
$15.000 per mile in Central Iowa common stock. The new 
road will be 92 miles long and will connect with aroad 120 
miles long, now being constructed for the Central Iowa from 
Oskaloosa to Keithsburg. The contractors for this latter 
line get a bonus of $20,000 per mile in Central Iowa com- 
mon stook Tuese two lines give the Central Iowa, which 
is primarily a north and south line, a 212 mile connection 
eastward from Oskaloosa to Peoria, the great railroad « entre 
of Illinois, save Chicago. This construction calls for 37,000 
shares of new Central Iowa common s‘ovk, and this amount 
was listed at the New York Stock Exchange more than a 
week ago. But this is not all. The Central Iowa will send 
out another branch from Keithsburg to meet the Chicago & 
Alton road at Lacon, 76 miles distant, and for this the con- 
tractors will get a bonus of $16,000 per mile in common 
stock, which is yet to be listed.” 


Chicago & Alton.—Notice is given that the income 
bonds due Jan. 1, 1883. will be paid on pre entation at the 
office of Jesup Paton & Co., No. 52 William street, New 
York. on and after Jan. 2. Interest will cease from date of 
maturity. The amount of the bonds is $1,083,000, and the 
funds for their payment are raised by an issue of new stock, 
as authorized some months ago. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
purebases of stock made during the last week or two have 
completely changed the controlling influence in this com 
pany. Ata meeting of the board heid Dec. 16,a number 
of the directors resigned and others were chosen in their 
places, the new directors being all Chicago & Northwestern 
men. General Manager Hughitt, of the Northwestern was 
chosen President, and other Northwestern officers were 
chosen. The road will be hereafter worked entirely 
in the interest and under the control of the Chicago & 
Northwestern Company. 

It is understood that not many of the subordinate officers 
will be changed, and that no lease or consolidation with the 
Northwestern is intended at present, whatever may be done 
hereafter. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
The Kankakee (Ill.) Gazette says: ‘‘ This company is trying 
the experiment of running the passenger locomotives 
through from Cincinnati to Kankakee (250 miles) changing 
drivers and firemen at Indianapolis. The large new engines 
heretofore run only between Cincinnati and Indianapolis 
are used for this service. By the new plan three engines 
are released at this end for service on the Kankakee & Seneca 
or elsewhere needed. It is said that the through engines 
stand the work well and make the time.” 


Danville, Olney & Ohio River.—In the United States 
Circuit Court in Springfield, Ii, Dec. 19, Receiver Eads 
presented a report, stating that the debts of the company 
amounted to $200,000, and that a further sum of $300,000 
would be required to put the road in good order and provide 
necessary equipment. Mr. Eads then tendered his resigua- 
tion and asked the Court to relieve him from the receiver- 
ship at once. 


Denver & New Orleans.—At a meeting of the stock- 
holders in Denver, Dec. 11, a resolution was passed levying 
an additional assessment of 30 per cent. ou the capital stock. 
Tois includes the 20 per cent. called for some time ago, and 
not subscribed. This, if paid, will give the company $450,- 
000, $200,000 of which will be —— to cancel the debts 
due for money advanced in New York, and the balance to 
the payment of the floating debt due in Colorado, chiefly in 
Denver. At the meeting the stockholders subscribed about 
$200,000, but it is said to be doubtful whether the remainder 
will be paid up. 


Denver & Rio Grande.—Track on the Utah Exten- 
sion is now laid to the Colorado-Utah boundary line, 37 
miles west of the late terminus at Grand Junction, Col., 
and 462 miles from Denver 

The company bas followed a somewhat unusual course in 
beginning a libel suit against the editor and proprietor of a 





paper known as the Wali Street News, for publishing state- 
ments intended to damage the company and depreciate its 
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stock. The defence is that the statements were true and 
were published as current news, 


Duluth & Winnipeg.—A year ugo a contract was 
made with Boston parties, who agreed to begin work upon 
the road at once, and were allowed to select its directors and 
officers. Tney have failed to do anything, and at the annual 
meeiing last week the Boston men were all dropred, and the 
original incorporators of the company put in their places. 


East Tennessee, Virginia & Georgia.—The surveyors 
of the proposed Florida Branch of the Macon & Brunswick 
Division are now running a new Jine from a point about 10 
miles above Jesup, Ga., crossing the Brunswick & Albany 
at Jamaica. 

Florida Southern.—Application was recently made 
for the appointment of a receiver for this road. The Court 
granted the order, but subsequently allowed a motion to 
vacate it, on which argument was to be heard this week. 


Forest Park & Central.—It is said that this road has 
been sold to the St. Louis, Hannibal & Keokuk Company. 
It is a short suburban line ruuning out of St. Louis, and its 
value consists in the right of way into the city. 


Ft. Smith & Sout hern.—Tbhis company has been organ- 
ized to build a railroad from Ft. Smith, Ark., south by east 
to Waldron in Scott County, a distance of 50 miles. The 
capital stock is to be $250,000. 


Georgia Pacific.—The track layers working from Co- 
lum bus, Miss., eastward have recently begun at the end of 
the 20-mile section Ja d some time ago, and are now putting 
down the rails from Millport in Lamar County, Ala., north- 
east to Fayette Court House, about 20 miles. 


International.—At the annual meeting in Bangor, Me., 
last week, Superintendent McFee presented the report of 
the engineer on the location of the line. The report was 
accepted, and it was voted to file the papers in the counties 
of Franklin, Somerset, Piscataquis and Penobscot, all in 
Maine. The statement was made that 10 miles of road from 
the northwestern boundary of Maine were now under con- 
—_ and 10 miles more will be let to contractors within a 

ew days. 


Little Miami.—In Cincinnati, Dec. 19, the directors 
awarded all the new bonds not previously sold, $1,260,000 
in amount, to a New York syndicate represented by Albert 
Netter, of Cincinnati, at 101 and interest. The total issue is 
$1,500,000, and the new bonds take the place of an equal 
amount of first-mortgage bonds now maturing, 


Little Rock & Choctaw.—This company has _filed 
articles of incorp>ratiun for arailroad from Little Rock, 
Ark., west to the Indian Territory line. 


Longview & Sabine Valley.—Work is to be begun at 





trains. The amount of skill required to keep these great 
yards in shape and prevent embarrassing delays in hand- 
ling the cars, can only be appreciated by visiting them.” 


New York, Richfield Springs & Cooperstown.— 
This company has been organized to build a railroad from 
Fort Plain, N. Y., west by south to Richfield Springs, with 
a branch to Cooperstown—in all about 32 miles of road. It 
is designed to give those two noted summer resorts more 
direct connection with the New York Central and the West 
Shore roads. 


Northern Pacific.—The tracklayers are reported 25 
miles beyond the late terminus at Livingston, Moutana, and 
hope to reach the Bozeman tunnel by theend of the year. A 
temporary switch-back will be laid over the mountains, so 
that the wor uf extension need not be suspended while the 
tunnel is incomplete. 

The Fargo & Southwestern Branch is now completed to 
Lisbon, Dak., 15 miles southwest of the late terminus at 
Sheldon, and 55 miies from Fargo. A large amount of 
« beat has been stored at Lisbon, waiting the completion of 
the road. 

North Shore.—The Boston Advertiser says: ‘‘ Regard- 
ing the purchase of the North Shore Railway, from Montreal 
to Quebec, the Advertiser learns from undoubted authority 
that the transfer to the Grand Trunk & Vermont Central 
was brought about by their purchase of a majority of the 
stock of the road, and that the purchase-money has already 
been paid over. This North Shore road, which bad been 
under contract with the Canada Pacific and the Southeast- 
ern, was an important factor in the business of that line, 
and its loss will be asevere blow. The Grand Trunk and 
the Central Vermont will operate it jointly. The new traffic 
arrangement between these two roads will make no change 
in their manner of operating, but will simply bring about a 
closer union of interests. They have so much in common 
in the establishment of a through line from the West and 
North to the Atlantic seaboard, that such a union cannot 
fail to be mutually advantageous.” 


Ohio & Mississippi.—Receiver Douglas reports to the 
Court for November as follows: 





CI OE, BIE y Binadass.0's 0005605 b ences Aes bed (046 Sones $168,466 

Keceipts from all sources... .........c.0.eecceesseee coos 590,399 

NOM 6s7.6ssnsukinsenaseas, sos cenemnuaaanmnniniin ..- $758,865 
Pay-rolls, vouchers, etc........... .cccccccccees $566,702 
Springfield Div. coupons.... .. ..... 0 .......05 70,000 

——— 636,703 

DOGROE, DOOD A: fain n sted... inset deaGeRhssss bier waees $122,162 


The disbursements exceeded the receipts by $46,304 for 
the month. 

Old Colony.—Some time ago the Boston City Council 
resolved to extend D street in South Boston across this com- 


once on the extension of this roaa to the Sabine River. It|Pany’s tracks, To avoid a troublesome — crossing the 


has been for several years in operation for 17 miles out 
from Longview, Tex., as a lumber road. 


Louisville, New Albany & Chicago.—lIt is said that 
this company will build a branch about <0 mules long from 
Bainbridge, Ind., southwest to Brazil, to reach the block 


company offered to raise its road and bridge the new street, 
provided the city would pay part of the cost, and this was 
agreed to, the city’s proportion being fixed at $45,000. 
The improvement is thus described by the Boston Herald : 
** The project of raising the tracks over the street having 
thus been indorsed by the city the management of the Old 


coal field arcund that town. The branch will be on the line | Colony proceeded to make arrangements for doing the work. 


of the projected Indianapolis & Springfield road,upon which 
some grading has been dune. 

The company is now competing quite activeiy with the 
Chicago & Eastern Illinois for coai busine:s from the In 
diaua coal fields to Chicago. 


Manhattan ‘Beach.—The car-house of this company at 


In what manner to accomplish the undertaking was a prob- 
len presenting many difficulties. Of course the regular 
daily business of the road must not be interrupted. Every 
day the hundred trains must pass over the tracks as usual 
while the roadbed was being raised foot by foot. The Chief 
Engiveer of the road, Mr. George S. Morrill, was eqna] to 


Bay Riage, N. Y., wnere a large part of its equipment is the emergency and proposed to the management that tem- 


stored during the winter, caught fire on the morning of Dec. 
14, and was entirely destroyed, with 10 engines, 48 passen- 
ger cars and 13 pan lor cars. 


porary tracks be laid just west of the regular tracks, thus 
leaving the entire road-bed for half a mile, between Dorches- 


The loss is over $100,000, but | te” avenue and Dorchester street, unobstructed by passing 
J , , 


18 pretty well covered by insurance. No one was about the | Tains. The plan commended iteif, but another difficulty 


building at the time but two watchmen. 
Marietta & Cincinnati.—In Chillicothe, O., Dec. 20, 


was met with. The railroad company did not own the land 
that would be needed for the temporary tracks, and, 
although it might be purchased or hired, there was a possi- 


the Court entered an order confirming the sale of this road | bility that some contrary individual might refuse and iu 


to the bondboldeis’ committee. 
cau now be carried out without further delay. 


Meridian, Gainesville & Decatur.—This proposed 


Tbe plan of reorganizat.on | that case the project c uld not be carried out. To guard 


against all possiole difficulties of that kind the company 
went to the Legislature last winter and obtained authority 


road is torun from Narkeeta, Misa.,on the Mobile & Ohio to take such land adj iving its railroad in So1th Boston, not 


road northwest to Decatur, Ala., about 150 miles. It will 


exceeding 25 ft. in width, as the directors might deem nec- 


enter the Black Warrior coal! field about 70 miles from Nar- essary for raising ite over the proposed extention of D 


keeta, and will run through the coai district for a number of 
miles, ‘the company is now trying to secure subscriptions 


in Mobile. 
Mexican Central. —This road is now open fromthe city 


street. It also obtained authority to temporarily take, for 
10 months, for the purpose of changing its tracks while the 
work of raising its railroad was going on, so much land as 
might be necessary to construct and maintain the proposed 
two temporary tracks. The act was approved by the Gov- 


of Mexico to Guanajuato, The track is finished to within | ernor Feb. 14. On April 1 the work of laying the two tem- 


1044 miles of Lagos. 


porary tracks was begun and in just six months, to a day, 


O11 the San Luis-Tampico Division in November 600 Mex- | the cars began running over the completed elevated road- 


icarsand 150 foreigners were employed. 
pushed on the first section of 100 kilometres from Tampico. 


Mexican Railroad Concessions.—The Mexican Fi- 
nancier says : 

‘* The Minister of Public Works in behalf of the Execu- 
tive has aliowed certain modifications to the concession 
gravted to Robert R. Symon on Dec. 15, 1880, for 
tee construction of a railroad from the coal lands of the 
Yaqui River to the bay of Guaymas, in Sonora, These 
modifications obligate the grantee to begin construction 
within 14 months, and to complece the road within four years 
and two montbs trom the promulgation of the contract. 

** Messrs. Agustin del Rio and Ed. Vifias have secured a 
concession for the building of a tramway from the railroad 
station of the Mexican National road to the plaza and around 
the entire city of Toluca. The materials tor coustruction 
have been supplied by the Mexican National Company, the 
tramway paying the cost. A special car left this city for 
‘Toluca on Sunday, Nov. 19, when the above enterprise was 
inaugurated.” 


New York Central & Hudson River.—The Buffalo 
Express of Dec. 18 says: ‘‘ The past week bas brought littie 
relief to the Buffalo roads from the great pressure of east- 
bound freight. There has not been a day for the past week 
or so when shipments east by the Central did not reach 
8,C00 cars or more. On Friday 3,700 loaded cars left this 
city by the New York Central. It the reader will reflect 
that this means about 100 trains in one direction within 24 
hours, not counting local freights, he will get some idea of 
the situation. Last summer’s harvests are flowing through 
this city in an enormous stream, The e Shore brings in 
daily from 1.500 to2,000 loaded cars. A good deal uf Lake 
Shore freight 1s brought into the city over the Nickel-plate 
road, and sidings are tull for many miles to the westward. 
Tue Canada Southern is equaliy crowded, A reporter of 
the Express made a tour of the freight yards around Buffa- 
lo on S:turday, aud found the same pressure every bere. 
At the Canada Soath~-ra yard on the hill at Victoria, were 
8-ver 1 hundred lou ei cais, waiting a chance to get across 
tue B i.ge ; bat tne B ack Rock yards were also full, though 
trains were oeing made up and sent vut with great aispatch. 
Over 10.000 east-bouni ears passed over tne International 
Bridge last month, for the Canada Southern alone, and 
about 6,000 empties went west by the Southern from 
Buifalo. Tbe Lackawanna engines now in use on the road 
are doing great service, as they can pull extra heavy 


Work is being} bed. Considering the magnitude of the work the time occu- 


pied in doing it was short, and Chief Engineer Morrill, un- 
der whose supervision the work has been done, is to be con- 
gratulated upon its successful completion. The entire road- 
bed, for half a mile in length, had to be raised until it was 
11 ft. high at D street, descending on either side to Dorches- 
ter avenue and Dorchester street respectively. But 
this work constituted a small part of the un- 
dertaking. It was found that where the  abut- 
ments for the bridge at D street were to be constructed there 
was a deep bed of mud, and piles bad to be driven 30 ft, 
into the ground. In order to give a firm foundation for the 
abutments, 5U0 piles were driven, and a solid foundation of 
stone was laid on top of them, 5 ft. underground. But even 
this was not all the difficulty met with. It was found nec- 
essary to build a wall of granite masonry on the east side 
for the entire length of the raised track. No piles were 
driven for this, however, but the earth was excavated down 
six feet or more until hard pan was reached, and the heavy 
granite wall was then built, varying in height from 2 to 14 
or 16 ft. The thorough manner in which theentire masonry 
work was done reflects credit upon the contractors, Messrs. 
Ross, Sylvester & Parker. The road-bed was built to ac- 
commodate three tracks, the west side being sloping, the 
strip of 25 ft. in width authorized to be taken affording 
room for thus constructing the road. A contract was 
entered into with the Keystone Bridge Co., of Pennsylvania. 
for the construction of the bridge over D street. It isa 
wrouyzht iron, plate oS bridge, wide enough for three 
tracks and some ft. long, supported by iron columns 
standing on granite foundations between the sidewalks and 
the roadway of D street. It will be 13 ft. above the centre 
of the street when the extension is completed, the city being 
obliged to lower the grade of D street some 4 ft. to pass 
under the bridge. Tois grade will be very light when 
finished, in fact, less than eitocr School or Broomfield street. 
Two of the tracks are all completed, and in full working 
order, but tbe third track is not fully graded, though suffi- 
ciently so for use by gravel, coal and wood trains. In the 
spring it will be finished. The railroad company is buildin 

a substantial bigh fence along one side of the track, an 

proposes to erect a similar one on the other side, and thus 
the dangerous practice many people have of walking upon 
the tracks will be more under contro]. Although ostensibly 
this elevation of the tracks has been done solely to obviate 
the necessity of a grade crossing at D street, it will un- 
doubtedly be utilized in the future to obviate similar cross- 





ings when other streets are extended across the Old Colony 
railroad, and it would not be strange if the near future wit- 
nessed a similar elevation of the road still farther out, for 
there are several dangerous grade crossings beyond D street, 
and no one recognizes this dangerous character more keenly 
than the officials of the Old Colony.” 


Oregon Improvement Co.—This company has issued 
a circular setting forth its plans for meeting the ind+bted- 
ness incurred in the purchase of the Pacific Coast Steamship 
property and the improvements and additions thereto. The 
net earnings of the Improvement Company for 12 months 
(the month of November being partly estimated) were $1,- 
104 613. Deducting interest on bonds and sinking fund 
charges, there remained availiable $779618. This sum, 
added to the cash resources on hand at the beginning of the 
year, made an available total of $1,437,150. Of this sum, 
there was expended for extending und improving the San 
Luis Obispo & Santa Maria Valley Railway (owned by the 
company). for finishing the new iron steamsbip ‘* Queen of 
the Pacific,” and for other purposes chargeable to construc- 
tion, the sum of $1,212,513, leaving available resources at 
the present time $224,637. Therefore, only a small reduc- 
tion of the indebtedness incurred by the Pacific Coast 
Steamship urchase was affected during the year, 
and no dividends were paid, although the net earnings 
were much in excess of the antivinations of the manage- 
ment, It is proposed now to issue $2,000,000 of new stock 
at par, $1,500,000 of which will be used to pay off the in- 
debtedness mentioned, the remaining $500,000 to remain 
unissued as an asset in the ureasury. he right to subscribe 
for this stock at par will be first offered to the holders of the 
company’s bonds (according to the terms of the mortgag: ). 
The stock not subscribed for by the bondholders will be 
offered to the stockholders of record Jan. 8, Bondholders 
will bave the x om to pay their subscriptions in bonds at 
par and accrued interest. Tbe announcement is made that 
a dividend of 8!{ per cent. will be paid Marcb 15 out of 
earnings of the six months preceding, and that the earnings 
of the company appear to justify the continuance of divi- 
dends at the rate of 7 per cent. per annum. The company’s 
bonded debt is $4,950,000, and its present stock 25,000,000. 
Tie rroposed addition will increase the outstanding stock to 
6,500,000, with $500,000 additional in the company’s 
treasury. 


Oregon Railway & Navigation ©o.—The grading of 
this company’s branch from Walla Walla, Wash. Ter., to 
Milton, 13 miles, is completed, and tracklaying has been 
beguv. From Milton a third rail will be laid on the narrow- 
gauge branch running to Blue Mountain, seven miles further. 
This branch is to be extended next year by Weston, Centre- 
ville and Wild Horse Creek to Pe1 d‘eton, 


Philadelphia & Reading.—The Receivers will pay 
the interest due Jan. 1 on the general mortgage'bouds, Up 
to July last inte1est on these bonds had been in arrears since 
the receivership (several coupons had also been funded in 
scrip), and the overdue coupons were tken paid by the com- 
pany. 

The committee of the board of managers appointed to pre- 
parea plan for the adjustment of the company’s affairs, has 
made a report which has been approved by the board. The 
details are still to be completed, and the plan bas not been 
made public. It is understood, bowever, that it provides 
for the funding of the floating debt, tbe interest scrip and 
the junior issues of bonds, with accrued interest, in new con- 
solidated 5 per cent, bonds, to be issued at 95, or at as high 
a price as can be fixed by arrangements with the creditors. 


Pittsburgh, Bradford & Buffalo.—Track on this 
road is now completed to Sheffield Junction, Pa., 10 miles 
northeast of the late terminus at Frost's Mills and 65 miles 
from Foxburg. Work is beiug pushed toward Kane. 


St. Louis & Chicago.—This company has filed articles 
of incorporation to build a railroad from East St. Louis, Il., 
to Bloomington, on a line apparently intended to run paral- 
— near to the Chicago & Alton, The office is in Litch- 

eld, Ill. 


St. Louis, Hannibal & Keokuk.—This company is 
making preparations to build an extension of its road from 
Gilmore, Mo., to St. Louis, which city it now reaches over 
the Wabasb, St. Louis & Pacific tracks. The extension will 
require a bridge over the Missouri. To secure the right of 
way into the city, it has bought the Forest Park & Central, 
a short suburban line out of St, Louis. 


St. Louis, Iron Mountain & Southern.—The follow- 
ing circular was issued Dec. 15: 

“The St. Louis, Iron Mountain & Southern Railway 
Company has extended its road in the state of Arkansas, 
from Forrest City to Helena, by purchase of the Iron 
Mountain & Helena Railroad. 

**On and after Dec. 15, 1882, the above extension will be 
operated accordingly.” 

The Iron Mountain & Helena road is completed from 
Forrest City, Ark., to Helena, 43 miles, It is added to the 
Crowley Ridge Branch of the Iron Mountain road, now 
completed to Forrest City, and makes that branch 140 
miles long, from the main line at Knobel to Helena. 


St. Paul, Minneapolis & Manitoba.—On the Lari- 
more Extension track is now laid to Bartlett, Dak., 20 miles 
northwest from Larimore and 53 miles from Grand Forks. 
Trains will be run to the new terminus at once, 


Securites on the New York Stock Exchange.— 
The following securities have been put on the lists at the 
New York Stock Exchange : 

Bradford, Eldred d& Cuba, $500,000 stock and $500,000 
first-mortgage bonds. 


Burli gton, Cedar Rapids & Northern, $430,000 ad- 
ditional ar Rapids, Iowa Falls & Northwestern bonds on 
new road. 


Milwaukee, Lake Shore & Western, $285,000 additional 
consolidated bonds on new road, 

Minneapolis & St. Louis, $452,000 additional Pacific Ex- 
tension bonds on new road. 

St. Paul, Minneapolis & Manitoba, $1,176,000 additional 
Dakota Extension bonds. 

Southern Pacific, 34,000,000 additional first-mortgage 
bonds, making $33,520,000 in ali. 

Tonawanda Valley & Cuba, 600,000 stock and $500,000 
first-m ortgage bonds. 

Wabsh, St. Louis & Pacific, $800,000 Illinois & Southern 
Iowa bonds, extended for 30 years at 6 per vent. 


Union Pacific.—Tbis company’s statement for October 
and the ten months ending Oct. 31, is as follows : 


October. Ten months. 

SING, cnn cee 340s vneenenecessbantees $3,109,5 $25,082,271 
MUROMIINES 555.053 dicey v0 cee 3e0n 0! 50 . 1,502,565 12,983,545 
Net earnings............--..s0005- $1,608,942 $12,098,726 


For the ten months there was an increase of $333,899, or 
1.4 per cent. in earnings. 

The Boston Advertiser published Dec. 19 a letter from 
Charles Francis Adams, Jr., giving the results of his per- 
soval examination of the U nion Pacific Railroad in October 





last. He says that some years ago, after his resignation of 





ae en a 


Rien ete 


ate a ete 


a eta a a + PP aa 


b 
| 
Ly 
¥ 
t 
5 


+ ence pn. 
. 





798 THE RAILROAD GAZETTE. 


(DECEMBER 22, 1882 








the office of Government Director of the road, so much im- 
pressed was he with the value of the road as an investment, 
that, as an agent of certain persons and an adviser of others, 
be was instrumental in some heavy purcuases of the stock 
asaninvestment. As an investment these have resulted 
well. Some munths ago, when the present depression first 
began to affect the price of the stock, he began another ex- 
amination of the road. Duriug October he went carefully 
over the line in company witb its officers, studying its sys- 
tem of feeders, informing himself as to its policy, and gen- 
erally having every source ot information freely open to 
him. There could be no question, he says, as to tbe greatly 
improved condition of the property between his examination 
of it in 1878 and his present examination. There could 
be equally Jittle question, as to the development of the 
country or the business of the road. Returning East he 
found a veritable panic prevailing in respect to the stock. 
Every one he saw wasa bear uponit. ‘So full was the 
air of all sorts of bear stories,” he says, ‘“‘ that when 1 came 
to Boston T went at once to the office of the company, there 
to complete my inquiries. I did not go to the Treasurer, 
but as Mr. F. L. Amesis a friend of mine of long and inti- 
mate standing, I wert to him and told bim what [ wanted to 
find out. He at once laid before me the private reports for 
the committee of directors bearmg on these points, and told 
me to satisfy myself, I bad before me all that he had to 
show. If I wanted anything more the original books were 
at my service. The results of all my inquiries have been a 
curious insight, not into the weak spots of the Union Pacific 
—these I will -ay at onee have escaped me. 

“The insight has been into the ways and operations of Wall 
street. Ihave studied the several steps in one grand orgau- 
ized raid of a successful bear campaign. Had I time to 
foliow it out { could make of it an account of no little inter- 
est, I cou d show the thorough knowledge of the Wall street 
operators of the way in which the stock was veld, and how 
they based their plans upon this knowledge so as to shake 
the week stock out. Unlike many other companies, the 
Union Pacific, with its 60U,000 shares, was in no one’s 
keeping. A great deal of the stuck was floating about or 
carried on margin. There was a grand chance for a bear 
campaign, and che bears knew it. The stock-list shows how 
skillfully, how persistently and how boldly they availed 
themselves of it.” Tbe whole result of bis inv. stigation, Mr. 
Adams says, bas satisfied him of the investment value of this 
pronerty, and he wants to see the control of it in New 
England. Tbe Oticago, Burlington & Quincy and the 
Union Pacific constitute together tbe bread way of the con- 
tinent. So far es occupying the country is concerned, the 
pohiey the company 1s pursuing, he says, 1s a thoroughly 
sound one. Its surplus earnings bave for years been in- 
vested, and are now being invested, in feeders. 


Utica, Ithaca & Elmira.—Some years ago the control 
of this road fell into the hands of King & Co., London bank- 
ers, and they sent outto this country George J. Rive, a 
clerk who had been some time ia their service, to Jook after 
their interests. He was chosen President of the company 
and stilis holds that office, The rvad bas not been prosper- 
ous, and a receiver waslately appoiited on appiication ot 
the creditors. This brought Mr. King out to investigate 
matters, and he has now caused Rice’s arrest on charges of 
forgery and embezzlement from the company. Rice has 
been held for trial, but claims that he can clear himself. 
Among other charges against him is the issue of 10,000 
sbares of illegal stock. 


Washington & Western.—Arravgements are being 
made to begin work on the extension of this road to Win- 
cheater. Va. A new line bas been surveyed, which is said 
to be much better than the old location made nearly 10 
years ago. 





ANNUAL REPORTS. 
(For other reports see page 788.) 
Wilmington, Columbia & Augusta. 


This company owns a line from Wilmington, N. C., to 
Columbia, 8. C., 189 miles, From April 1, 1882, it has also 
worked the Central Railroad. of South Carolina, from 
Lanes, 8. C., to Sumter, 40 miles. ‘Lhe report is for the 
year ending Sept. 30. 

The equipment consists of 24 locomotives: 13 passenger 
and 10 postal and baggage cars; 368 box and 182 piatform 
cars. wo heavy treight engines and 150 box cars were 
added last year. 

The general account is as follows: 


a ETT ee ee Giwh nie easbtaeentccucingds $960,000 00 
PEAS, ceca caus UGA Sadat eased wédnli va kénke kde 1,600,1.00.00 
Accounts and balances payable....................:- 151,639.34 
gO RE PRE TS a ey 50,550.15 
MOR aka: 5) Suexbtadwsanapouecanip. “sakes aceun'es $2,762,189.49 

Road and property......... see ne oe eek 900,095.47 

ee Se OO eee 26,194.71 

(ash and accounts receivable.......... 169,299 31 
————— 1 2,762,189.49 


The bonds are all of one issue, 6 per cent. first-mortgage 
bonds, dne 1910, 

The number of passengers carried was: Through, 26,733; 
local, 74,770; total, 101,503, an increase of 18,059, or 21.7 
per cent., over the previous year. 

The earnings for the year were as follows: 









— 1881-82. 1880-81. Increase. P.c 
PU Ria vs didnt ks Tae $424,737 $404,152 $20,585 451 
Passage...... ae - 169,967 151,990 17,977 11.8 
Mails, ete O7,w24 84.814 13,110 15.4 
SS aeeee $692.6°8 $640,956 $51,672 8.1 
MIIOUGS I vas ods <i ocvnns cecenen 553,036 505,030 47,997 9.5 
Net earnings .......... .€158.502 $195,917 $3,675 2.7 
Gross earn. per mile............ 3,065 3,391 274 «8.1 
Net earn. per mile........... .. 748 719 19 2.7 


Per cent. of experts... . .... 7983 78.80 1.05 ‘ 
The increase in expenses was due to larger renewals. 
There were 2,200 tons ot steel rails laid during the year, 
Use has been made of the old iron rails taken up by leasing 
them to parties —s the line, who bave built short tempo- 
rary Jumber branches. A susall rental is charged, and 
these branches Lrivg a considerable business to the road. 

The locomotive mileage for the year was as follows : 

1881-82. 1880-81, Ine. or Dee. = P.c- 
PORSONGPE . .0.cccccsveves 265.316 254,981 3 10,335 4.1 
a es » 244,091 226.018 f 18,073 8.0 
Service and switching... 92,617 7a751 L. 16,866 22.3 

ee 602,024 
Av. miles per engine..... 25,084 25.507 =D. 223 0.9 
Cost per mile run....,..16.44cts. 13.23cts. I. 3.2lcts. 24.3 

The increase cost of leccmotive service was due to the 
higher vost of fuel, labor and materials last year. 

President R. R. pn nan report states that contracts have 
been made for the equipment of the Atlantic Coast Line 
with new Puliman sleeping cars, this company’s proportion 
of the cost b-ing about $48,000. The road also needs two 
new engines and four passenger cars, and to meet these ex- 


penses it will be n to in the 
suspend dividends for a che —_— floating debt or 





656,730 I 45,274 81 





The income account was as follows: 





Se ae | ee ar weer rere $273.895.67 

Gross earnings. . ... ...... HRGGETS Cat betiantueenaet 602,628.52 

Interest and miscellameous......... 6 cece eeeeees ° 15,124.47 

Eareded OF Boating GON, ..o..cisevcccvesssccceesosee ‘ 45,748.42 
cn cknaniarcins $420 thhe nbee eke emeeeneneeee $1,027,397.08 

Ne oo nes rie dane oShs nane pOeN $553,036.57 

New engines and cars, etc........... . 126,768.16 

New warehouses............... 0 + «.. 22,174.39 

ID oon. So piew cen es sc0cevarees 2,517.65 

NUE, svc enh rcncabesccecsas' # as 96,000 00 

Dividends, 6 per cent .............. .. ... 57,600.00 


—_——_——_ 858.097.77 
ER, Ss HE Ns ecis ace bcdensecsaas Sinneas $169,299.31 
The net earnings for the year, after deducting interest, 
were equivalent to a little over 41¢ per cent on the stock. 
The treigbt traffic has largely increased, but rates have 
been low. More business could have been taken had the 
equipment been sufficient. The road is now in better condi- 
tion than it has ever been before. > 
A war remiuiscence appears in the income account in an 
item of miscel!aneous receipts, ‘* Sale of Confederate bonds, 
Wilmington & Manchester Railroad, $19.60.” 
Vhe earnings of the Central Railroad (not included above) 
for the six months it was worked were as follows : 


PIG LO POP WIN). 6. acs scccsvnccesssccaaee ove $39,184.30 
Bxpenses (GZ.74 WSF COME)... 22. ce ceccesceveccccssoes 20,675.28 
Net earnings ($463 per mile)........ ... .....ee6 $18,509.02 
RES OIE III nc cast. cee s 660 08 dae Cactsncesuow’ 15,500.00) 
IN ois 5.555 «scene Jcwien senha neehalsetenie . $3,009.02 


A considerable expenditure on the road-bed was required. 
The road carried 6,017 passengers, and is develupivug a con- 
siderable traffic in lumber and naval stores. 





New York Central & Hudson River. 


The following is this company’s statement of operations for 
the fiscal year endiag Sept. 30, 1882, as compared with the 
previous fiscal year : 





1881. 
Capital stock .... .... ....... $89,428,300.00 $82,428 <0) 00 
EN re 43,473,033.33 48, 3.43 
Unfunded debt... ...cssccccee 5,556,682.81 5,254,369.93 


Total funced and unfunded 
MEGS Glas news cum enieceeus $49,029,716.14 $53,727,403.26 
Increase in funded debt, $5,000,000, the application of 
which will be found at the close of this statement. 
COST OF ROAD AND EQUIPMENT. 
1x01 1882, 


Grading and masonry............ $19,863,581.56 $20,310.551.66 
RR art rs: 2,620,150.23 2 703,114.01 
BUGTETUOTITO «0 ni5 cc ccc cc cecceccs 30,438,458 92 = 30,700.162.29 
NR ni cccn ance tenpasand nash 13,885 246.16  14.237,970.44 
EE a aS Apacs decsndcded-ewe! ne ak. > ee 14,974,644.83 
| Pe 3,004,981.17 3,012,326.17 


ni bee. staiee 6.233, 2.56.79 
1,378,792.79 
13,607,157 43 
249,960.00 
Lov',0v0.00 


Locomotives ...... 
Passenger and baggage cars .... 
ND ORIN. ecicccs ~seccne « 
Floa.ing equipment.............. 
Roch, & L. O. R. R 


6,104,736.79 





4 
246,6 0.00 
151),000.00 





Buffalo & Niagara Falls R.R..... 658,921.56 658,921.56 
vn 2 Ss eae sale 400,v00.00 400,000 00 
Saratoga & Hudson kiver R. R. 2,000,000.00 2,000.4,00.00 
Syracuse Junction R. R .:, ar 73 2297.57 732,297 57 
Junetion (Buffalu) R. R.......... 219,40U.00 219. 900.00 
WOO ocd eencccicicsene Sars $110,090,216.90 $112,756.935.54 
The general balance sheet is as follows : 
ASSETS. 


881. 1882. 
Cost of road and equipment. ....$110.090,216.90 $112,756,935.54 
Consolidation certificates repre- 
senting additional cost of road 








to this company............-.. 31.157.904.00 31,157,904.00 
Hudson River bridges....... bw 1,739.372.16 1,845,775.78 
Dunkirk, A. V.& P. R. R........ 2,9:20,621.09 2,920,621.09 
Geneva & Lyons R.R... . .... 331,888.93 331,889.93 
PIOMINIIE 5 cc Sceccaeavravoensvs 1,173,500.36 1,.073,500.36 
Advances on Harlem const. ac’t. 277,513.49 303,124.84 
Company's own stock held..... 184,200.00 184, 200.00 
a 2s eee 15,060 00 15,000.00 
‘* Buffalo Cross Town R. R.. 12,684.77 12,684.77 
Merch. esp. Trans. Co... 750,575.00 1,317,475.00 
Un'ted Pipe Lines......... 22,749 80 EPPS 
Pittsburgn & L. E. R. R... 100,0':0.00 100.000.00 
hn. Y. Cent. & N. R. K.R.. 28,100.00 28,100.00 
and bonds S. G. & C. R. R. 376,010.00 373,010.00 
Westinghouse Air Br.C>. —_......a ee 18,750.06 
MorrisRunCoal& Man.Co  __,,...... 589,712.17 
Fuel and -upplies onhand..... . 1,624,358,.28 2,096,135 48 
Cash on hand lA BE Aa 248,913.87 1,043,980. 17 
BrmsiOG WAIANGPS. «.....cccccsccces 864,776.52 874,819.55 
Connecting railroad and other 
ear ee 316,075.24 298,746.26 
DIOR oi one's Sede oackcdss 558,634 05 716,731.29 
Equipment. Harlem line......... 404,394.22 404,394.22 
Sundry open accounts....... . 3 33,191.15 35,268 65 
I, Sac pascctaccauen-uae $153,210,680.83 $158,496,759.10 
LIABILITIES, 
Capital stock.................+++. $89,428,300.00 $89,428.300.00 
IED Yoh o.cc00 cece onveakbeee 43 473,033.33 48,473,033 33 
0 era ee 5,556,652. 81 3 





Income and earrings......... ... 14,752,664.69 3 
aD eigacs $153,210,680.83 $158,196,759.10 
The increase in the cost of theroad is represented by the 
following additions and betterments : 
Grading and masonry for 3d and 4th tracks, im- 
provement at Rochester and Broadway crossing at 








EMIT 6 nsito une <p 4 AR Koeee caereeeanohavedaaiuace --» $446,970.10 
Iron bridges for Rochester improvement, Broadwa 
crossing at Albany and other places................ 82,963.78 
S»perst: ucture for new yards, sidings, etc........... 261,703.37 
Additional buildings for s:ations, shops, warehouses, 
piers, etc., etc., and including new telegraph wire 
New York and Buffalo............. .... apices ea 352,724.28 
Passenger and baggage Cars.........ceccccccccesccece 13,500.00 
oe Ef er er ery er re +++» 1,306,250.00 
Land at buffalo, Rochester, Fonda, Canastota, 
MENRGIES «kare <cresce Sense naeagenuas. cance 327,112.11 
Engineering, Rochester improvement................ 7,345.00 
NR a 4 iron Kade tincen a Guaskdedacwichs steal 2,798,568.64 
Less decrease in locomotives............ $128,500.00 
Less decrease in floating equipment.... 3,350 00 131,850.00 
I 6 014 x hues eda oh 1.5 ooh Gos SR eae Re leeani eek $2,666,718.64 


The road and equipment at the close of the year were as 
follows: 
1881. 
Total miles of track............0+:.00- oes 2,622 23 
The increase in track was 35.28 miles. 
The equipment at the close of the year was as follows: 


1882 


2.057,51 


1881. 1882. 
RN 6: 55: os dane qdeisecaaancie id« 646 63: 

rer rer ere 343 341 
Second-cl ss and emigrant cars............... 92 97 
Baggage, mail and express cars..... Ear eae 153 158 
IS Saco S ts te dar dale ca aveadas ns 22,465 24,565 


The company owns fivé grain elevators, with a total 
capacity of 3,450,000 bushels. 


he uumber and wages of employés were as follows: 
8 1882 


Average number persons employed. ., 14,703 15,380 
Salaries paid... -..--- ... 1s.) ...$7,740,428.40 $8,107,300.20 





The traffic for the year was as follows: 








Train miles: 1881. 1°82. 
ONE INI 5s ses -cecsasecs ens 95ae 5,135,328 5,448,929 
Freight JA OTT ar heme ie . .12,160,.13 10,912,064 

ME Le ewtdssuscedsunran cibeiun tere 17,295,541 16,360,993 

Tons freight moved: 

1881. 1882. 
THPGUSM OOMTDOURA . ......0600cccccecscecescs 2,056,588 1,523.907 
a IN 6 on 5.585 cats cen tusnsse 436,497 582,800 


Way eastbound 


5.484,370 5,297,040 
‘“* westbound 


3,613,424 3,926,646 





Re he es ee ee 11,591,379 11,330,393 


The classification of freight as required in the state reports 
is as follows, in tons: 



















1881 1882. 
Products of the forest....... 2 ....ccseees 679,643 
et = PN 05.5) Kadcenavensss 853,050 
I CE is 50 ess esa ss -noedes ccawcess 3,123,319 
Other agricultural products..........-...- 564,471 
ID v.50 ce-sicunausesdane O5006.0088 1,47 ,58L 
Merchandise.... Et Sr ere 1,800,630 
EI oss c ntencenssentececnsan sees 3,037,685 
SNL a dc. oh Geb, 404405 <0 suka eet ecee 11,591,379 11,330,393 
Articles as specified are included in above statement as 
follows, in tons: 
1881. 1882. 
EE eke bhi G ad edna adcereiaen Apache See he 704,519 663,276 
RAE Be ie etn eer Cy 2,231,821 
EE ate bisa bale stasisaed date Sede Has 581,871 
Meats and provisions 
PRR ENS PS SS RR roe 
es sind 564 50'0490'550446 subRabeey bee es 
eee rrr 
GIES Kcdd enaGe Sidecsnd cedoneesesisene 
GBS said siGGe sans aces rocsccuconainspeesce ae 
The uumber of passengers carried was as follows: 
1881. 1882. 
Through passengers.......-....-+ 164,561 2.17,496 
Way passengers........... we. 8,7.55,088 10,10.,433 
MI GAKASS., 554,00 ocd baceone 8,900,249 10,308,979 


The earnings and charges for the year were as follows: 
EAR NINGS, 








1881. 
PARROTS. 6.5 o0000¢650 sevesccsnes $5,952%.038. 32 
IND, ain n dking es seed asieseniente’ 20,736,749.54 
aa ae ha Debaeee we 610,89: 64 
PP itcieise? bbade  ceendiaensee 1,288,433 38 
CO ONROD ices cece s20e see 1,009, 836.08 
DLS cni,2 cna. bah), Sulbeed eae FTO'1G657T 
DRL GA ceGGh Coches \s<itahanee 243,696.18 
IN da aicrsccciccs aaaecwens 266.6: 9 99 291,424.58 
SU DOMIOND oo. 5:66: d cceseivecces 1,207.09 ».08 1,5. 9,124.35 
SE nec bhdd- whe baba bake andes $3°2,348.596.78 $30,628,781 38 
CHARGES AGAINST EARNINGS 
Transportation exptenses........$19,464,786.54 9.395.974.2326 
PR Gnieindntsiewhete aidwsnnns ; 9,4 J 


} ent of le sed lines............. : 











Dividends, 8 per cent.... ....... 5145.51.62 
N. Y. State tax on capital ....... 178,48*.42 
N. Y. State tax on earnings..... 122,785.21 
PE ciatexaace aie aksheanse $31 593 913.18 $32.( 30.390.23 
Surplus or deficit... ........ Sur. $754,483.60 Def.$1,401,608.85 


The profit and loss account for the two years is as fol- 
lows: 


1881. 1882. 
Balance previous year........... $13,216,847.98 $14,752,664 69 
NSS, sen iahen hi comee ass 40 TGS ARB.0O == cvccesces on 
Premium on bends so'd _........ 778,151.00 1,590,006,.C0 
Profit from sale of securities..... SUC =—=—C tate cacesas 


Rental Saratoga & Hud. Riv.R.R. _.......... 4C0 000.00 


$14,782,482.58  $16,742,664.69 

Less Internal Revenue tax on 
undivided profits for year end- 
ing Scpt. 30, 1869... .......... 
Nts « absennchaSiucees 


29,817.89 






1,401,608.85 


DMI ccc atl el $14,752,664.69  $15,341,055.84 


An analvsis of traffic, earnings and expenses is given in 
the report as follows: 








1881. 882. 
GOSS GOTMINES.......050ccsicccese $32,348,396.78 $230,628,781.38 
MIND Savccecseds, Uecenvesness 19,464.786.54 19,395,274.36 
Net earnings......... .. « -$12,883,610.24 $11,232,807.02 
Earnings per ton-mile........... .78 cts. 0.73 cts. 
Expenses per ton-mile ...... ... 0.56 cts. 0.60 ¢ s. 
OO Enc sicscesxecksocatess 0 22 cts. 0.13 cts. 
Earnings per pass.-mile.. ..... . ).86 cts. 1.8) cts. 
Expenses per pass.-mile...... .. 1.22 cts. 1.15 cts. 
DNS 5 xck8 Ss ceakeniataren ce 0.64 cts. 0.65 cts. 
Earnings per train-mile freight.. $!.70 $1.62 
iF xpenses per traiu-mile freight. 1.23 1.31 
a ES EE ee $r.47 $0.: 1 
Earnings pe’ train-mile pass. .. $1.35 $1.43 
Expenses per traia-mile pass. ... 0 88 0.92 
I ati aidnescesgxtenexes $0.47 $0.51 


Expenses in 1881 were 60.17 per cent. of gross earnings, 
and in 1882 they were 63.32 per cent. 

The profit per share of stock in 1881 was $8,82, and in 
1882 it was $6.42. The average train-load, etc., was as 
follows: 

1881, 1882, 


Average number tons freight hauled per train........ 217 219 
4 be: miles one ton freight hauled......... 28 211 
. = passengers hauled per tr-in..... ... 72 79 
e = miles one passenger hauled....... .. 41 42 


Additions to cost of road and equipment for 7 years end- 
iug Sept. 30, 1882, were $16,401,16..04. The incr ase in 
funded debt for 7 years ending Sept. 30, 1882, was $8,469,- 
365.71, and the premium on bonds issued same period, 
$3.039,706.48, making a total of $11,509,072. 19. 

The average profit from earnings each year for 7 years 
ending Sept. 30, 1882, was 8.64 per cent. The dividends 
paid each year for seven years ending Sept. 30, 1882, were 
8 pe cent. 

The application of proceeds of issue of $5,000,000 bonds 
was as follows: 


For $5,(00,000 first-mortgage bonds issued .. ..... $6,590,090.00 
For rental of Athens Brauch 499 years.............. 400,000 00 
RIG svE ys Sha cb needs 06s capbbsartecctausracatcee $6,990,000.C0 
Construction increased 
fe a ROT eee ee 2,666,718.64 
Construction increased 
aks ceweve. anne 25,611.35 





—. —2.692,329 99 
Permanent investments increased..... 1.095,361 17 
Assets 4 “gee 1,495.387.11 
Liabilities decreased....... ee Ae + 802,312.88 

Deficiency for year...........«..$1.401,608.85 





6,990,000.00 

The gross earnings for Octoher, November and D :cember, 
1882, being the first quarter of the new yesr, will show 
a gain of $1,200,000 over the same quarter for last year, 
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